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As Handy as Your Telephone 


ERIE 


| TRAFFIC 
“T REPRESENTATIVES 


There is an Erie traffic representative near you. 
Call him up. Ask him if Erie’s fast freight trans- 
portation and on-time deliveries can improve your 
service to customers. His answers will be honest 
... his information, accurate and intelligent. Call 
him up. He is a m-i-g-h-t-y good man to know. 
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Selling is beginning to depend on 





As merchandising methods change means using the facilities of this 
gradually and constantly, it be- modern terminal. Here, in thor- 
comes more and more apparent that oughly modern, fireproof ware- 
hand-to-mouth buying is here to house buildings, located at almost 
stay—for some time, at any rate. the exact center of the country and 
And _ small-lot buying invariably with the best equipment for proper 
calls for quick delivery. More and handling and storage, you can hold 
more, selling or not selling is de- your goods pending your instruc- 
termined by the time-of-delivery tions to forward in either small or 
element; by location. large lots anywhere at a moment’s 

Storage of stocks for regional dis- notice. 
tribution in the great area of which Write for details and rates of this 
St. Joseph is the dominant center reliable service. 

TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 

Cold Storage Capital $400,000.00 Merchandise Storage 
South St. Joseph, Missouri 
H. C. Herschman, President tla war EMBER: , 
F. J. Meeker, Secretary U. S. Chamber of Samamees ‘anes 
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REGULAR 
INSPECTION 


ASSUTES 


rERres! 
CONDITION 


Business nowadays is a constant and vigorous 
race against the stiffest sort of competition. 
In such a race all factors are important. Every 
car that carries your goods to market should 
be a silent “salesman” of your company. 


The next time you look ata freight train, note 
how certain tank cars stand out from the 
ordinary run of equipment. Observe par- 
ticularly those marked N. A. T. X. Note 

TAN K, their clean appearance . . . their sound con- 
ak Re ATOR struction ... their fine condition throughout. 


QAnHC 


POULTRY Such a condition doesn't “just happen.” It 

CARS is the result of long experience, studied care, 
carefully maintained policies. Policies that 
include frequent inspection and reg- 
ular trips to North American shops. 





































North American Cars are the kind that create 
the impression you want to create—the type 
you are proud to associate with your product. 
Ask us to tell you more about them! 


A North 


American 
Car Lease 
Is Sound 
Business 
Economy 


NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 
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La i MISSOURI 
PACIFIC 
LINES 


FAST FREIGHT SERVICE 


is but a short distance from your factory 
= or plant if you use the reliable freight 
44 l service provided by the Missouri Pacific 
~ NI \ ) Lines. 
Thru freight service is also provided to 
other states in the West and Southwest. 


| TT great producing and consuming area 
7 ul 
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The Missouri Pacific Lines have served 
the Southwest with dependable freight 
and passenger schedules for more than 
80 years. 


“A Service Institution” 


TRAVEL-~SHIP 


VIA THE 


St. Louis GATEWAY 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRAFFIC WORLD AND POLITICS 


PRESIDENTIAL campaign is on and at such times 
men’s minds are likely to become heated, their 

thoughts partisan, and their language loose. For in- 
stance, there have been some accusations that this publi- 
cation, because of some things it has said editorially 
about the actions and the opinions of the leading candi- 
dates, is taking sides politically and trying to elect one of 
them. An illustration is a letter received from one of 
our traffic men subscribers, charging that our expres- 
sion last week with respect to the proposed Coolidge 
commission to investigate the transportation situation 
was an attack on President Hoover. 

In the first place, we did not attack the commission 
nor the idea it represents; we merely counseled with- 
holding either approval or disapproval until it could be 
seen how the commission would proceed and what it 
would do; we did, however, congratulate the country on 
the fact that men like Mr. Coolidge and those associated 
with him had consented to participate in an investiga- 
tion. In the second place, even if we had condemned the 
commission, how that could be construed as an attack 
on or a criticism of President Hoover we fail to perceive. 
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He had no more to do with the commission than had we 
or the man who wrote the communication referred to. 
The plan was conceived and put into effect by a group, 
of bankers, insurance men, and educational institutions. 
We had no idea even of what President Hoover thought 
about it. That is an example, as we have said, of the 
lengths to which men’s politically muddled minds will 
lead them in campaign time. 

As to the matter, in general, of this publication’s 
political attitude, we have none. The editor, of course, 
has his views, but they are based on other considerations 
as well as on an assay of the transportation opinions and 
theories of the candidates. There are prohibition, the 
tariff, farm relief, government participation in business, 
soldiers’ bonus, and national economy, to mention a few 
of them. He does not express his views in this publica- 
tion and he is not concerned with what the views of 
others may be. But, when the President of the United 
States or one who may become president of the United 
States ventures on transportation ground, he gives his 
views for the benefit of his readers just as he would do 
with respect to the opinions of any other man whose 
ideas were important, either because of his supposed 
knowledge of the subject or because he was in position 
to make them so, whether sound or not. The only thing 
the campaign has to do with it is that the views of Gov- 
ernor Roosevelt have become important because he may 
be the next president. The views of Mr. Hoover are im- 
portant because he is the president and may become so 
again. 

We shall continue our past policy, campaign or no 
campaign, hoping that our readers will be able to dis- 
tinguish between “playing politics” and a sincere and 
unbiased effort to keep them informed as to the trans- 
portation opinions of the men who have presented them- 
selves for election to the highest office in the land. If 
our interpretation of what the candidates say or do in 
this respect influences any of our readers in their voting, 
that cannot be helped and, perhaps, ought not to be 
helped; the transportation views of a candidate are a 
fair subject for consideration, especially by men whose 
business is transportation. But, as we have said, it must 
be borne in mind that there are other considerations. 
We shall try to be fair and truthful, and we do not wish 
what we say on this particular point of candidates’ views 
on transportation to be taken as an attempt to assist in 
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_ the election of either of them. Possibly, if a reader drew 
from our editorial utterances with respect to Roosevelt 
and Hoover on transportation, conclusions as to which 
way the editor intended to vote, he might be wrong. In 
other words, this publication, as such, is concerned only 
with transportation, though it realizes that there are 
other issues. We believe we could write a pretty good 
editorial, for instance, on the prohibition question, and 
we think we know something about the soldiers’ bonus 
that might be the subject of another more or less valu- 
able editorial, but we shall not write them. 


THE TRANSPORTATION TANGLE 


N what a coil is our national transportation policy! 

On the one hand, the government is lending millions 
of public money to the railroads—$243,000,000 up to the 
close of business August 31—to enable them to carry on, 
and is urging them to borrow other millions to rehabili- 
tate old equipment and buy new equipment for which 
there is no immediate use, and, on the other, it is spend- 
ing additional millions of the people’s money for devel- 
opment of inland waterways for which there is no legiti- 
mate transportation demand, permitting operations and 
even itself operating thereon in such way as to offer un- 
fair competition to the railroads, and maintaining a pol- 
icy toward motor vehicle transport that enables it also 
to offer unfair competition to the highly regulated rail- 
roads, thus, to the extent that this unfair and artificially 
aided competition takes traffic from the railroads, mak- 
ing it necessary for them to borrow the money that the 
government is lending them. An endless chain, the mere 
statement of which shows how ridiculous it is—but it is 
a correct statement. 


We hope, now that a commission has been set up, 
with Calvin Coolidge at its head, to study the transpor- 
tation problem, it will go about its task intelligently and 
energetically in the endeavor to recommend something 
that will bring order out of the chaos. Such an investi- 
gation, to be sure, ought not to needed, but office-holders 
and candidates for office do not take such things with 
extreme seriousness until they are presented formally, 
with what seems to be public backing. We hope the re- 
port of the Coolidge commission will be the kind of 
report that will deserve public support, that it will have 
it, and that Congress will act accordingly. 


HOOVER AND WATERWAYS 


OTWITHSTANDING all that has been said about 

wasteful expenditure by the government of the peo- 
ple’s money, the unwisdom of government competition 
with private business, especially with reference to its 
barge line operations, and his own criticisms of Demo- 
cratic pork-barrel antics in Congress, President Hoover, 
in his Des Moines speech, October 4, persisted in his 
advocacy of waterway development and the building of 
the St. Lawrence Seaway, even bragging about the sums 
that have been expended and are to be expended in these 
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undertakings. This was his only reference to transpor. 
tation. He said: 


Four years ago, in this state, 1 gave assurance to the 
farmers that one of the first policies of my administration 
would be the vigorous prosecution and completion of the in. 
land waterway system and advancement of the Great Lakes. 
St. Lawrence Seaway as a fundamental relief to agriculture by 
cheaper transportation. I am glad to report to you that more 
than twice the amount of work has been done on the water. 
ways in the last three years than in any similar period in the 
history of the United States. 

I am also glad to report that after 20 years of discussion, 
examinations, and intermittent negotiation, a treaty has been 
signed with Canada which only awaits ratification of the United 
States Senate and the Dominion Parliament for us to under. 
take that great contribution to the strengthening of midwest 
agriculture in reaching out to world markets. 


We do not need to repeat the arguments against 
either waterway development or the St. Lawrence Canal. 
We believe both to be unwarranted expenditures of pub- 
lie money—unwarranted because they will not produce 
the advantages claimed for them. Additional transpor- 
tation facilities are not needed and the advantages in 
lower freight rates claimed for waterway development 
are for the few as against the many, thus working dis- 
crimination, and are not what they appear to be any- 
how, for the reason that shippers by waterway do not 
pay the full cost of the service, which is, in part, a 
charge against the taxpayers. Mr. Hoover, in this par- 
ticular speech, did not, to be sure, say anything about 
the government operating on the waterways he has de- 
veloped and proposes to develop, but the government 
barge line is favored by him and government operation 
is a concomitant of the present policy of expansion in 
waterway development. 

Mr. Roosevelt, Mr. Hoover’s opponent in the presi- 
dential race, has, thus far, so far as we know, said noth- 
ing on this subject. We should like to know what his 
ideas, if any, are. ‘ 


N. I. T. L. MEETING 


The National Industrial Traffic League, by a vote of 293 to 
67, the vote being taken by mail, has decided to postpone until 
a later date the annual meeting, scheduled to be held at New 
York, November 16-17. A meeting of the executive committee 
will be held in New York November 15-16. 

It is the announced purpose of the officers to call for the 
reports of the various standing and special committees and pro- 
mulgate them to the members so that they may familiarize 
themselves with the various recommendations and if they de- 
sire, submit their views in writing for consideration by the 
executive committee. When the committee reports have been 
considered by the executive committee, they will be transmitted 
to the members with the recommendations of the executive 
committee, and they will be submitted with the recommenda- 
tions to the adjourned annual meeting when it convenes. 

The reason for postponing the meeting is to make one meet- 
ing serve the purpose of two, thus avoiding as much expense 
as possible. “It seems more than probable that there will be 
important legislation introduced when Congress reconvenes,” 
says a League circular. “The Chamber of Commerce of the 
United States, through a special committee, will have recom- 
mendations to make affecting transportation. A special com- 
mittee, headed by ex-President Coolidge, is to undertake an 
investigation of the present situation of the railroads and will, 
doubtless, recommend legislation intended to improve their 
situation. Undoubtedly, that report will be submitted not later 
than the first of January. It looks, therefore, as though a 
meeting of the League in January, or possibly February, would 
be of the utmost importance. The probabilities are that the 
proposed legislation will be of so much importance that it should 
be considered at a meeting of members, rather than only at a 
meeting of the executive committee. If there is to be a meeting 
of the members in January or February, it hardly seems neces- 
sary to call a meeting in November.” 
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Current Topics in 
Washington 





At this time, when politicians 
are advocating more regulatory 
laws, that serve whether intended 
or not, chiefly as a screen for the 
faults of public officers who have 
permitted the public to be robbed 
through their failure to enforce laws now at their command, a 
thought expressed by Woodrow Wilson in 1908, while he was 
president of Princeton, may be appreciated even by those who 
disagreed with him in many things. In the May, 1908, number 
of The American Lawyer, he said: . 


A Pre-Political Woodrow 
Wilson Idea May 
Be Helpful Now 


Governmental control which we are undertaking so exten- 
sively and with so light a heart, sets up, not a reign of law, but 
a reign of discretion and individual judgment on the part of 
governmental officials in the regulation of the business of stock 
companies owned by innumerable private individuals and supply- 
ing the chief investments of thousands of communities. I can 
see no radical difference in principle between governmental own- 
ership and governmental regulation of this discretionary kind. 
Regulation by commission is not regulation by law, but control 
according to the discretion of governmental officials. Regulation 
by law is judicial by fixed and definite rule, whereas regulation 
by commission is an affair of business sense of the comprehen- 
sion and thorough understanding of complex and various bodies 
of business. There is no logical stopping place between that and 
the actual conduct of business enterprises by the government. 


Such methods of regulation, it may safely be predicted, will, 
sooner or later, be completely discredited by experience. Com- 
missions in the future, as in the past, will reflect rather public 
opinion than business discretion. The only safe process, the 
only American process, the only effective process, is the regula- 
tion of transactions by the definite prohibitions of law, item by 
item, as experience discloses their character and their effects 
= the punishment of the particular individuals who engage in 
them. 


The acts of corporations themselves must be checked, not by 
futile and blundering attempts to dictate to each corporation 
how its business shall be conducted, but by bringing the officials 
directly to book who are responsible for forbidden or question- 
able transactions. 


It may be necessary to enact additional legislation to pre- 
vent the fleecing of the investing public by means of stocks 
and bonds of holding companies. The chances are, many be- 
lieve, that the statutes of most states have provisions forbidding 
the issuance of securities in excess of the true value of the 
assets of the companies. The trouble is not with the laws; it 
grows out of their lack of enforcement. The writer recalls that 
Ohio had such a statute forty or more years ago. It, how- 
ever, was not strictly, if at all enforced. It may still be on 
the books. Probably not one of the prosecutors in the eighty- 
eight counties of the state knows of its existence. Another 
probability is that the secretary of state, the man in direct 
charge of the issuance of stocks and bonds, never tried to 
enforce it. 

The average prosecuting attorney, unless things have 
greatly changed, is utterly useless as a prosecutor of any crim- 
inal much above the grade of a chicken roost robber. The 
money spent for county officers, broadly speaking, is wasted 
in so far as crimes accomplished by conscienceless corporation 
officers and super salesmen are concerned. State officers may 
be better, but it would be hard to prove the accuracy of such 
an assertion. 

Worthlessness of local officers creates the demand for na- 
tional organizations to check that sort of stealing, notwith- 
standing that practically every corporation is the creature of 
a state that can do no business outside the state of its creation 
except with the permission of another state. 


Corporations that prey on the public by means of worthless 
stocks and bonds that are not a direct liability on tangible 
property, created by New Jersey, West Virginia, or any other 
state, cannot do business, in Illinois, for instance, without the 
consent of Illinois. 

A railroad holding corporation, which the Commission 
thinks it should control, can do no business outside the state 
of its creation, without the consent of a state in which it is 
a “foreigner.” 


The Traffic World 


PAGE 641 





The Reconstruction Finance Corpora- 
tion, in announcing that it would aid in 
financing the construction of the highway 
and railroad bridge across the Mississippi 
near New Orleans, said: 


The Bridge 
Gasoline Is 
Expected to Build 


No tolls will be charged for the use of the highway or pedes- 
trian parts of the bridge. Funds to provide for interest charges 
and amortization of the bonds issued by the state of Louisiana 
will come from gasoline tax. 


Railroads will pay tolls for their use of it. 

Undoubtedly, Huey Long, who holds Louisiana as one of 
his assets, in the course of his campaigns, will point with pride 
to what he will allow his hearers to believe is a fact, if he 
does not assert it, that the bridge is being built without cost 
to the ordinary man. 

The sad part of the matter will be, it might be suggested, 
that probably many of the barely literate part of the popula- 
tion, and not an inconsiderable part of the literate population, 
will believe such “guff.” However, when and if the gasoline 
tax bumps into the law of diminishing returns, which men in 
the oil industry believe is not far away, the credulous ones 
will not kick themselves as punishment for their credulity. If 
they then kick anyone it will be someone not responsible. It 
is more reasonable to believe that, by that time, the “kingfish” 
or his successor will have another bird to attract their atten- 
tion while he takes another picture of the easily beguiled ones. 

The bridge is needed. Much time is used now in crossing 
the stream by means of ferries. Whether the time saved will 
be worth the annual interest charge of $650,000, if the bridge 
is built for the $13,000,000 estimated, plus maintenance and de- 
preciation, is a question that has been answered by the state 
and the R. F. C. in the affirmative. The latter treats the plan 
as one for a self-liquidating project. The law authorizes it to 
lend money to states and municipalities for such projects. 





The following is part of a dispatch 
from McCook, Neb., credited to the Asso- 
ciated Press: 


Some Ohioans 
May Accept 


Twilight was just falling over the plains 
the Amendment when Roosevelt and Norris drove into the 
fair grounds on the outskirts of the little 


city of 7,000 near where the Senator was born. 


The Norris biography in the Congressional Directory says 
Senator Norris was born in Sandusky County, Ohio, July 11, 
1861, and that he went to Nebraska in 1885. There is also 
dispute as to where Homer was born. 





In the estimation of a considerable part 
of the body of men that attended the slim 
hearing October 4, on rates on coal in west- 
ern Pennsylvania to northern Ohio, I and 8. 
No. 3801, the turmoil of rates on coal has 
only just begun. More than one expressed 
that view in jocular reference to the caption in The Traffic 
World over reports of the developments in the fire kindled by 
the extension, by the Wheeling and Lake Erie, of the basis of 
rates prescribed by the Ohio commission, to, they believe, points 
wholly outside of the sphere of influence of the Ohio-compelled 
rates. 

At the time of Examiner Weems’ abbreviated hearing, there 
were three thoughts on the subject. The first was that the 
Commission would institute a thirteenth section proceeding. The 
second was that the trunk lines, in self defense, would meet 
the reduction to Cleveland by like reductions to Erie and 
Buffalo, at least, if not to a wider extent. The third was that 
no cautious man, at this time, would undertake to delimit the 
area in which the action of the Ohio commission, Pittsburgh 
and West Virginia, and the Wheeling and Lake Erie would 
exert a downward pull on coal rates. 

The coal industry was not weeping perceptible tears on 
account of the turmoil. Many of its leaders, for a long time, 
have been of the opinion that the railroads have been standing 
in their own light ‘by keeping the rates on coal so high as to 
invite the extension of oil and gas use into coal-using territory, 
not to mention the transfer of users of coal in their own plants 
to buyers of electricity, whether coal or water produced. 

A thought in connection with the Commission’s inquiry into 
the quality of the Ohio-made coal rates was that the federal 
body might find the situation uncomfortable for itself in the 
event it condemned the Ohio rates, in view of the fact that they 
are on the basis of what it prescribed for intrastate use in 
Illinois. It was admitted that basic rates in Ohio and Penn- 
sylvania had been made relatively high on the comparatively 
short hauls so as to keep the differentials from the mines in the 
outer crescent relatively low. Any considerable reduction in 
the comparatively short haul rates in Ohio and Pennsylvania, 
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it was suggested, would have to be compensated for by in- 
creases in the differentials from the more southerly parts of 
the big Ohio, Pennsylvania, West Virginia, Virginia, Kentucky, 
and Tennessee coal area. 

In all directions from the trouble spot in eastern Ohio and 
western Pennsylvania, there seemed nothing in sight other than 
trouble, trouble, and more trouble. 





The Florida saw log case, recently 
brought back to the federal court for 
the northern district of Georgia (see 
Traffic World, Sept. 24, p. 558), is be- 
lieved to be again on its way to the 
Supreme Court of the United States. It 
has already been there twice. One time it came on an appli- 
cation, which was granted, for a writ of mandamus compelling 
a Florida federal district judge to convene a three-judge court. 
The other time it came upon the merits of the question whether 
the Commission had complied with the law. The court said it 
had not. The Commission tried again. The result of that trial 
was carried to the federal court for the northern district of 
Georgia. The outcome was the issuance of another injunction 
based on the conclusion that the Commission had not done its 
work right. 

This litigation has been before seven tribunals—the Com- 
mission, the federal court for the northern district of Georgia, 
the Duval County court in Florida, the federal court for the 
southern district of Florida, the federal court for the northern 
district of Florida, the Circuit Court of Appeals, and the Supreme 
Court of the United States. 

Not once has the Florida commission, however, passed on 
the reasonableness of the rates, though the controversy is a 
thirteenth section proceeding because the rates are maintained 
on the authority of Florida. They were put in for state-wide 
application because the Florida commission, in 1914, was un- 
willing to permit the so-called Cummer scale to be applied in 
so limited a way as suggested. When the application of the 
scale was broadened, it dropped its objection—A. E. H. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first eight 
months of 1932 had a net railway operating income of $152,- 
294,615, which was at the annual rate of return of 0.93 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
eight months of 1931, their net railway operating income was 
$353,908,889 or 2.15 per cent on their property investment, ac- 
cording to the bureau, which continues as follows: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals, but before in- 
terest and other fixed charges are paid. . 

This compilaton as to earnings for the first eight months of 
1932 is based on reports from 167 Class I railroads representing a 
total of 242,163 miles. 

Gross operating revenues for the first eight months of 1932 
totaled $2,091,356,725, compared with $2,928,960,214 for the same period 
in 1931, or a decrease of 28.6 per cent. Operating expenses for the 
first eight months of 1932 amounted to $1,661,990,574 compared with 
$2,266,164,675 for the same period one year ago, or a decrease of 
26.7 per cent. 

Class I railroads in the first eight months of 1932 paid $197,967,- 
471 in taxes compared with $219,327,549 for the same period in 1931, 
or a decrease of 9.7 per cent. For the month of August alone, the 
tax bill of the Class I railroads amounted to $24,340,751, a decrease 
of $3,219,882 under August the previous year. 

Seventy Class I railroads operated at a loss in the first eight 
months of 1932, of which 21 were in the eastern, 16 in the southern 
and 33 in the western district. 

Class I railroads for the month of August alone had a net rail- 
way operating income of $28,368,388, which, for that month, was at 
the annual rate of return of 0.97 per cent on their property invest- 
ment. In August, 1931, their net railway operating income was 
$56,444,155, or 1.92 per cent. 

Gross operating revenues for the month of August amounted to 
$252,102,172, compared with $364,392,527 in August, 1931, a decrease 
of 30.8 per cent. Operating expenses in August totaled $189,630,874, 
compared with $269,362,030 in the same month in 1931, a decrease 


of 29.6 per cent. 
Eastern District 


Class I railroads in the eastern district for the first eight months 
in 1932 had a net railway operating income of $120,028,294, which was 
at the annual rate of return of 1.50 per cent on their property in- 
vestment. For the same perod in 1931, their net railway operating 
income was $189,204,434, or 2.37 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern dis- 
trict for the first eight months in 1932 totaled $1,078,130,035, a de- 
crease of 26.5 per cent below the corresponding period the year before, 
while operating expenses totaled $822,151,454, a decrease of 27.3 per 
cent under the same period in 1931. 

Class I railroads in the eastern district for the month of August 
had a net railway operating income of $16,704,438, compared with 
$26,241,377 in August, 1931. 


Southern District 
Class I railroads in the southern district for the first eight months 
of 1932 had a net railway operating income of $7,330,592, which was at 


the annual rate of return of 0.34 per cent on their property in- 
vestment. For the same period in 1931 their net railway operating 
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income amounted to $31,760,676, which was at the annual rate of 
return of 1.49 per cent. Gross operating revenues of the Class I rail- 
roads in the southern district for the first eight months in 1932 
amounted to $252,833,437, a decrease of 30.7 per cent under the same 
period in 1931, while operating expenses totaled $215,821,030, a de- 
crease of 27.4 per cent. 

Class I railroads in the southern district for the month of Au- 
gust had a net railway operating income of $843,821, compared with 
$3,431,432 in August last year. 


Western District 

Class I railroads in the western district for the first eight months 
in 1932 had a net railway operating income of $24,935,729, which was 
at the annual rate of return of 0.40 per cent on their property in- 
vestment. For the same eight months in 1931, the railroads in that 
district had a net railway operating income of $132,943,779, which 
was at the annual rate of return of 2.11 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first eight months’ period this year amounted 
to $760,393,253, a decrease of 30.7 per cent under the same period in 
1931, while operating expenses totaled $624,018,090, a decrease of 25.5 
per cent compared with the same period in 1931. 

For the month of August alone, the net railway operating in- 
come of the Class I railroads in the western district amounted to 
$10,820,129. The net railway operating income of the same roads in 
August, 1931, totaled $26,771,346. 


CLASS I RAILROADS—UNITED STATES 
Month of August 


% De- 

1932 1931 Cline 

Total operating revenues.......... $ 252,102,172 $ 364,392,527 30.8 
Total operating expenses.......... 189,630,874 269,362,030 29.6 
rer are 24,340,751 27,560,633 11.7 


Net railway operating income...... 
Operating ratio—per cent......... 
Rate of return on property invest- 


28,368,388 56,444,155 49.7 
75.22 73.92 pares 


MDE soceaae duwak ace eaeaccnesan 0.97% 1.92% 
Eight Months Ended August 31 
% De- 
1932 1931 cline 
Total operating revenues.......... $2,091,356,725  $2,928,960,214 28.6 
Total operating expenses........... 1,661,990,574 2,266,164,675 26.7 
ys er eee 197,967,471 219,327,549 9.7 
Net railway operating income..... 152,294,615 353,908,889 57.0 
Operating ratio—per cent.......... 79.47 77.37 eee 
Rate of return on property invest- 
MEE. Saeed dsacndacswicwn mead, 0.93% 2.15% 


RAIL INCOME STATISTICS 


Class I steam railroads in the seven months ended with 
July had a deficit in net income of $158,687,052, as compared 
with a net income of $52,778,768 in the corresponding period of 
1931, and a deficit in net income of $31,304,848 in July as com- 
pared with a net income of $21,633,533 in July, 1931, according 
to the monthly statement of the Bureau of Statistics of the 
Commission containing selected income and balance sheet items 
compiled from 160 reports representing 164 steam railroads, in- 
cluding 17 switching and terminal companies. 

The net railway operating income for the seven months 
ended with July amounted to $124,924,130 as compared with 
$298,701,057 in the 1931 period. Other income totaled $119,529,- 
026 as compared with $155,465,001 in the 1931 period. Total 
income amounted to $244,453,156 as compared with $454,166,058 
in the 1931 period. 

Rent for leased roads totaled $76,832,807 in the seven 
months as against $77,137,640 in the 1931 period; interest de- 
ductions, $311,257,657, as against $309,179,819 in the 1931 period; 
other deductions, $15,049,744 as against $15,069,831 in the 1931 
period; total deductions, $403,140,208, as against $401,387,290, in 
the 1931 period. 

Dividend declarations, from income and surplus, totaled 
$42,252,170 on common stock in the first seven months as against 
$160,424,832 in the 1931 period, and on preferred stock, $10,- 
303,332 as against $34,042,010 in the 1931 period. 

Total current assets at the end of July amouinted to $971,- 
701,912 as compared with $1,303,574,298 at the end of July, 1931. 
Total current liabilities amounted to $978,787,000 at the end of 
July as compared with $998,868,798 at the end of July, 1931. 

Funded debt maturing within six months totaled $93,571,508 
as against $79,572,908 at the end of July, 1931. This item in- 
cludes payments which will become due on account of prin- 
cipal of long term debt (other than that in account 764, funded 
debt matured unpaid) within six months after close of month of 
report. 

The net railway operating income for July was $11,795,897 
as against $57,213,602 in July, 1931. Other income, $14,985,758 
as against $22,177,497 in July, 1931; total income $26,781,655 as 
against $79,391,099 in July, 1931; rent for leased roads, $11,113,- 
851 as against $11,288,136, in July, 1931; interest deductions, 
$44,704,553 as against $44,192,815, in July, 1931; other deduc- 
tions, $2,268,099 as against $2,276,615 in July, 1931; total deduc- 
tions, $58,086,503 as against $57,757,566 in July, 1931. 

Dividend declarations (from income and surplus) totaled 
$678,101 in July as against $4,394,167 in July, 1931, on common 
stock, and $580,735 as against $357,833 in July, 1931, on pre- 
ferred stock, 
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EAST ST. LOUIS-ST. LOUIS DRAYAGE 


HE Commission, by division 3, in an opinion written by Com- 

missioner McManamy in which the whole subject was dis- 
cussed at length, in I. and S. No. 3729, allowance for drayage in 
St. Louis district, has found justified a proposed increase in 
the direct-delivery service drayage allowance in connection with 
less-than-carload traffic moving between on-track stations in 
East St. Louis, Ill., and a constructive point of receipt or de- 
livery on the west bank of the Mississippi. The suspension 
order has been vacated. 

A finding of non-justification has been made as to a pro- 
posed drayage allowance for pick-up and delivery service on 
less-than-carload traffic between the Broadway Station of the 
Louisville & Nashville and the shipper’s place of business in 
St. Louis. The suspended schedules have been ordered can- 
celed and the proceeding discontinued. 

The proposal to increase the drayage allowance, from two 
to five cents a hundred pounds, on the direct-delivery service, 
was made by the Southern and the Mobile & Ohio. 

The Louisville & Nashville, as a counter move, proposed 
to make a new drayage allowance of two cents on less-than- 
carload traffic between its Broadway freight station in St. Louis 
and the shipper’s place of business in that city. 

About all the questions that have arisen in connection with 
the services whereby lines that terminate at East St. Louis 
seek to place themselves on an equality with each other and 
with lines that enter St. Louis and thereby carry out the obli- 
gation they have imposed upon themselves in their tariffs, 
namely, to deliver in St. Louis, were brought forward in this 
proceeding. 

Protests were filed by the B. & O., C. & E. IL, Burlington, 
Rock Island, Big Four, Missouri Pacific, Pennsylvania, Frisco, 
Terminal Railroad Association of St. Louis and the Wabash. The 
L. & N., the report said, also joined in a protest against the 
proposal to increase the direct-delivery service allowance from 
two to five cents. It said it joined in the proposed increase to 
meet competition, adding that it was willing to withdraw its 
further proposal to establish a new allowance of two cents be- 
tween points in St. Louis and its Broadway station if the pro- 
posal of the Southern and the Mobile & Ohio were found not 
justified. The two carriers last mentioned protested against 
the two cent allowance proposed by the L. & N. 

The Illinois Central, the report said, appeared at the hear- 
ing in support of the proposal to increase the direct-delivery 
service allowance from two to five cents and said that it would 
establish the allowance if it were found justified. The Cotton 
Belt protested the proposal of the L. & N. to establish a two 
cent allowance between points in St. Louis and its Broadway 
freight station. 

Commissioner McManamy discussed the questions raised 
in this proceeding in the light shed on them by the St. Louis 
Drayage Cases, Transfer in St. Louis and East St. Louis by 
Dray and Truck, 155 I. C. C. 129 and 177 I. C. C. 316. He said 
that the purpose of the respondents in proposing an increase 
in the direct-delivery service allowance was twofold, namely, 
to reduce the amount by which they were paying in allowances; 
and to expedite the movement of less-than-carload traffic which 
now moved through the off-track stations. It was estimated 
that if all the traffic of the Mobile & Ohio had been so handled 
in 1931 it would have saved $21,000. The Illinois Central esti- 
mated that its saving would have been $54,000. They expressed 
the belief also that by the change they would be in better posi- 
tion in competing with line-haul trucks. 

The protestants contended, said the report, that the pro- 
posed increased allowance would not accomplish the desired 
ends and that the ultimate effect would be decidedly adverse 
to all the carriers serving the district, resulting in a net loss 
in the end for all. They further contended that the existing 
direct-delivery allowance of two cents represented a proper 
equalization as between the east-side and west-side carriers and 
insisted upon adherence to that theory. The report, however, 
said that experience had shown that that equalization theory 
was impracticable and incompatible with the development of 
the direct-delivery service. 

Commissioner McManamy said the Commission was of the 
view that the so-called equalization theory must be definitely 
discarded and that a proper allowance for the direct-delivery 
service must be predicated upon the cost of the service between 
the constructive stations in St. Louis and the on-track stations 
in East St. Louis plus a reasonable profit to the draymen. 


| The Traffic World 


Decisions of Interstate Commerce Commission 





PAGE 643 








A cost study was presented showing that cost to be 6.08 
cents without any allowance of profit and 6.6 cents a hundred 


pounds with an allowance of profit. Commissioner McManamy 
said the costs had to be taken into consideration if the service 
were to be made attractive to the draymen. At any rate, he 
said, it was to be noted that the proposed allowance of five 
cents was materially less than the cost as shown in the report. 

Admittedly, he said, the purpose of the allowance on the 
part of the L. & N. was to counteract any advantage that might 
accrue to its competitors, as a result of the increased direct- 
delivery service allowance proposed by them. No evidence, he 
said, was presented to show that the proposed pick-up and de- 
livery allowance was lawful. 


CORPORATION GIFT ACCOUNTING 


In finding, in Ex Parte No. 107, accounting of the New York 
Telephone Co., that a $75,000 contribution made by that com- 
pany to the Emergency Unemployment Relief Fund in 1931 
should have been charged to the profit and loss account instead 
of to operating expenses, the Commission, by division 4, settled 
a question about which public utility companies and state regu- 
lating commissions have had much debate. (See Traffic World, 
Oct. 1.) The settlement is on the side of the weight of opinion 
among the state commissions. It is in accordance with the view 
expressed in behalf of the state commissions by the National 
Association of Railroad and Utilities Commissioners that “its 
interest is that donations, contributions and gifts made by offi- 
cers elected by and representing stockholders of these various 
utilities shall be properly charged in the accounts, so as to be 
borne by the stockholders and not by the rate payers.” 

The accounting question involved in the proceeding was 
brought to the attention of the Commission by the New York 
commission. That body held a hearing on the subject. It entered 
an order requiring donations to be charged to surplus and not 
to operating expenses in so far as intrastate accounts were con- 
cerned. That body, in its report, the federal body said, did not 
challenge the propriety of any donation made by the telephone 
company but it observed that when such donations were placed 
in operating expenses they became part of the cost of the serv- 
ice to be borne by telephone subscribers. The New York body 
said that the nub of the matter was that by submerging the gifts 
in operating expenses they would not be so apparent to any one 
who examined the reports as if they appeared in the surplus 
account. 

A witness for the American Telephone & Telegraph Co. said 
that as a practical matter it made no difference to the telephone 
user to what account donations were charged, because if the 
items were charged to expenses the amount to be carried to sur- 
plus would be correspondingly decreased, whereas if they were 
charged directly to surplus a similar mathematical result was 
obtained. 

The Association of Community Chests and Councils, through 
counsel, argued that requiring donations to be charged to sur- 
plus would most seriously add to the burden of difficulties with 
which the chests would have to contend; that it would furnish 
an excuse to wavering and hesitant executives to protect them- 
selves by not contributing any company funds. 

A Missouri member of the United Independent Telephone 
Association suggested that a happy solution of the problem would 
be a ruling prohibiting all donations. 

The Commission said there was no direct or intimate rela- 
tion to the protection of the property of the telephone company 
or the development of its business or the welfare of its employes 
in the case of the contribution under consideration. 

“Nor has the respondent the responsibility of an individual 
‘citizen’ with reference to general community welfare,” added 
the Commission. “. . . Its powers and duties are confined to 
those conferred or imposed upon it by its charter, and these do 
not include the fostering of the general welfare of the com- 
munity. When respondent makes contributions for this general 
purpose and charges them to the expense of its telephone opera- 
tions, it is, in effect, exacting or attempting to exact these 
contributions from its telephone users. It is their right, and 
not the right of the respondent, to decide what contributions 
of this character they shall make.” 

In disposing of the matter the Commission said: 


We find that the contribution of $75,000 made by respondent in the 
year 1931 to the Emergency Unemployment Relief Fund of New York 
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City was not chargeable to operating expenses and should have 
been charged to the profit and loss account. No order will be entered 
unless it develops that one is necessary. 

While our finding is confined to the particular item in question, 
it follows from that finding and the preceding discussion that only 
such contributions for charitable or social or community welfare pur- 
poses are properly chargeable to operating expenses as can be shown 
to have a direct or intimate relation to the protection of the property 
of the company or the development of its business or the welfare of 
its employes. Respondent and other telephone companies will be ex- 
pected for the future to maintain their accounts accordingly. There 
appears to be no pressing need for requiring an actual correction on 
the books of past accounting in this respect. 


COMMISSION REPORTS 


Ammonia Fourth Section 


Fourth Section Application No. 14322, sulphate of ammonia 
and ammoniacal liquor to south. By division 2. Authority 
granted, in fourth section order No. 11040, to establish and 
maintain rates, sulphate of ammonia and ammoniacal liquor, 
points in central, Illinois and trunk line territories to southern 
territory, without observing the provisions of the long and 
short haul part of the fourth section, subject to the customary 
circuity limitations, so as to enable the long routes to par- 
ticipate in the traffic. 


Rock Salt Fourth Section 


Fourth Section Application No. 14509, rock salt from New 
York fields to Atlantic seaboard. By division 2. Authority 
denied, in fourth section order No. 11039, to establish rates, rock 
salt, carloads, in bulk, from Halite, Retsof and Ludlowville, 
N. Y., to Atlantic seaboard terminals at New York, Baltimore, 
Philadelphia, Wilmington, Del., Port Newark, N. J., and other 
New Jersey points, without observing the long and short haul 
part of the fourth secion. The proposal was to make low rates 
on a minimum of 100,000 pounds to meet the competition of 
carriers by water from Ludlowville and rail and water from 
Halite and Retsof. The Commission based its denial on a con- 
clusion that reduction in rates as proposed would result in loss 
of revenue and would not result in giving the applicants what 
they desired in the way of benefits. Commissioner Aitchison dis- 
sented, his view being that in the season of canal navigation 
some relief should be granted where there had been a substan- 
tial rduction in rail tonnage such as had been shown from 
Ludlowville to New York, N. Y., and Wilmington, Del. 


Cement 


No. 25124, Dewey Portland Cement Co. vs. A. T. & S. F. 
et al. By division 5. Rates, cement, Dewey, Okla., to points 
in Texas applicable. Certain applicable rates unreasonable and 
complainant found entitled to reparation. Rates charged on 
shipments to Seagraves between Feb. 25, 1930, and Jan. 11, 
1932, inclusive, on shipments to Henderson, Petrolia, and 
Wellington between Feb. 25, 1930, and April 13, 1932, inclu- 
sive, and to Cross Plains between Feb. 25, 1930, and May 15, 
1932, inclusive, were unreasonable to the extent that they ex- 
ceeded 30 cents to Seagraves, 22 cents to Henderson, 24 cents 
to Petrolia, 24.5 cents to Wellington, and 28 cents to Cross 
Plains; and that the rates charged on the shipments to Byers 
and Stamford on and after Feb. 25, 1930, were and are un- 
reasonable to the extent that they exceeded or exceed 23.5 
and 27 cents, respectively. The authorized emergency charge 
shall be added to the foregoing rates on shipments moving on 
and after January 4, 1932. 


Furniture 


No. 25010, Joerns Brothers’ Manufacturing Co. vs. C. M. 
St. P. & P. By division 4. Dismissed. Rate, furniture, Mil- 
waukee, Wis., to Minnesota Transfer, Minn., applicable and 
not otherwise unlawful. 


Cotton Linters 


No. 24983, Trammell-Early & Co. vs. C. C. C. & St. L. et al. 
By division 4. Complainant entitled to reparation on finding 
rate, uncompressed cotton linters, Paris, Ark., to Indianapolis, 
Ind., inapplicable; applicable rate, $1.28, unreasonable to ex- 
tent it exceeded 98 cents. 


Bananas and Cocoanuts 


No. 24463, M. J. Dark & Sons et al. vs. I. C. et al. By divi- 
sion 3. Dismissed. Rates, bananas and cocoanuts, in straight 
or mixed carloads, New Orleans and Mobile to Grand Rapids, 
Mich., not unreasonable or otherwise unlawful. 


School Chairs, Etc. 


No. 24931, Minneapolis School Supply Co. vs. B. R. & P. et 
al. By division 3.. Reparation of $70.30 awarded on finding 


inapplicable charges, school chairs with table attachments, 
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Rochester, N. Y., to Minnesota Transfer, Minn.; applicable 
charges, $273.46, unreasonable to extent they exceeded $265.50. 


Feeder Cattle 


No. 24927, Russ Market Co. et al. vs. A. T. & S. F. et al. 
By division 4. Carload rates, feeder cattle, Snowflake, Silver 
Lake and Holbrook, Ariz., to Fernbridge, Zerus and South 
Fork, Calif., unreasonable to extent that the rates charged 
beyond Holbrook exceeded 70.5, 70.5, and 69 cents, respectively, 
subject to the carload minima provided for feeder cattle in the 
Concho case, 178 I. C. C. 501. Complainant entitled to repara- 
tion. 


Kalsomine 


No. 24583, Forman, Ford & Co. et al. vs. B. & O. et al. 
By division 3. Dismissed. Rates, kalsomine, New York, N. Y., 
New York Harbor points, and Newark and Harrison, N. J, 
to Minneapolis, Minn., over all-rail, rail-lake-rail,, and canal- 
lake-rail routes, not unreasonable. Findings without prejudice 
to any different conclusions that may be reached in I. and S. 
3662, now pending, in so far as it relates to these rates. 


Coal 


No. 24699, W. S. Dickey Clay Manufacturing Co. vs. N. C. 
& St. L. et al. By division 3. Dismissed. Rates, coal, to 
Chattanooga, Tenn., from Whitwell, Tenn., over an interstate 
route, and from Lehigh, Ala., not unreasonable or unduly 
prejudicial. 
Gasoline 


No. 24704, Cities Service Oil Co. et al. vs. A. T. & S. BF 
et al. By division 3. Dismissed. Rates, gasoline, Ponca City 
and Cushing, Okla., to Hamilton, Cincinnati and Georgetown, 
O., not unreasonable in past. 


Petroleum Products 


No. 24693, Louisiana Oil Refining Corporation vs. K. C. S. 
et al., embracing also a sub-number, Simms Oil Co. vs. Same 
et al. By division 4. Complainants entitled to reparation on 
finding that switching charges from Bossier City and Gas 
Center, La., to Shreveport, La., on shipments of refined petro- 
leum products, destined to non-competitive points in Texas, 
were applicable as to shipments to points on the Texas & New 
Orleans and the Texas & Pacific, but that on shipments des- 
tined to points other than the Texas & New Orleans and Texas 
& Pacific the provisions of Note 1, Fonda’s I. C. C. No. 267, 
were inapplicable and Group A joint rates were applicable. 


Ammonium Sulphate 


No. 25151, N. S. Koos & Son Co. vs. C. & N. W. By divi- 
sion 3. Reparation of $48.23 awarded on finding inapplicable 
rates, ammonium sulphate, Waukegan, Ill., to Kenosha, Wis.; 
applicable rate, 9.5 cents, unreasonable to extent it exceeded 6 
cents. Defendant authorized to waive collection of outstand- 
ing undercharges. 

Brick 


I. and S. No. 3570, brick and related articles from, to and 
between points in the southwest. By division 3. Report writ- 
ten by Commissioner McManamy. Respondents proposed to 
revise the rates on brick and related articles between certain 
points in the southwest not considered in Southwestern Brick 
cases, 107 I. C. C. 681, 113 I. C. C. 169, 156 I. C. C. 191, 157 I. C. 
C. 467, and 173 I. C. C. 570, and also between points in the 
southwest including those considered in that proceeding on-the 
one hand and points in western trunk line, central and southern 
territories on the other. Proposed rates, said the report, were 
based on 12 per cent of the first class rates prescribed in the 
southwestern revision. Finding is that the suspended schedules 
have not been justified in so far as they contemplate rates on 
brick and related articles between points in southwestern ter- 
ritory as defined in the southwestern revision, including Kan- 
sas and Missouri, higher than the basis prescribed in the South- 
western Brick cases, supra, and that they have been justified 
in all other respects. Order requires cancellation of schedules 
found not justified. Proceeding discontinued. Commissioner 
Brainerd, dissenting, said the schedules should be found not 
justified. He said the rates proposed were unreasonable, and 
prejudicial and preferential as between shippers in central and 
western trunk line territories. 


Lumber and Box Shooks 


No. 23381, Boydton Manufacturing Co., Inc., et al. vs. South- 
ern et al., embracing also a sub-number, Phillips Lumber Co., 
Inc., vs. C. & O. et al., and No. 23385, Barnes Lumber Corpora- 
tion et al. vs. C. & O. et al. By division 2. Rates, lumber and 
box shooks, Amelia, Saxe, Chase City, Boydton and South Hill, 
Va., and Semora, N. C., to points in Illinois, Indiana, Michigan, 
Missouri, Ohio and Wisconsin, are and for the future will be 
unreasonable to the extent they exceed or may exceed the 
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KEYSTONE FOURTH SECTION 


ITHOUT mentioning any of the cases in court reports per- 

taining to the power of the Commission to make orders 
either in contravention or seeming contravention of state consti- 
tutions, Examiner Howard Hosmer, in No. 25385, intrastate class 
rates in Pennsylvania, has recommended that the Commission 
find the maintenance of intrastate class rates in Pennsylvania on 
the basis required by the long-and-short haul provision of article 
17, paragraph 3, of the constitution of Pennsylvania and section 
9 (a) of the Public Service Company law of Pennsylvania causes 
and will cause undue and unreasonable advantage, preference and 
prejudice as between persons and localities in intrastate commerce 
on the one hand and interstate commerce on the other; and 
undue, unreasonable and unjust discrimination against inter- 
state commerce. He recommends an order which would have 
the effect of setting aside the Pennsylvania constitutional provi- 
sion and the Pennsylvania statute. 

In addition Hosmer says the order should prescribe intra- 
state class rates in Pennsylvania which would not be lower for 
corresponding distances than the interstate class rates published 
by the railroads for application between points in Pennsylvania 
on the one hand and points in adjoining state and other states 
in trunk line territory, on the other hand, in compliance with 
the order in Eastern Class Rate Investigation, 164 I. C. C. 314, 
171 I. C. C. 481 and 177 I. C. C. 156, based on the rule for the 
computation of distances prescribed in that hearing. The order 
should be subject, Hosmer says, to appropriate modification after 
the Commission has acted on fourth section application No. 
14708, filed by W. S. Curlett and others, for fourth section relief 
under the order establishing the new class rate structure which 
became effective Dec. 3, 1931, in whole in interstate commerce 
and generally in intrastate commerce, Pennsylvania being the 
large exception as to intrastate commerce. 

Hosmer said that this proceeding was unique in that it 
presented the first instance in which the Commission had been 
asked to invalidate an intrastate long-and-short haul provision 
and also the first in which the state regulation brought in issue 
was a constitutional provision. 


“Although ordinarily there might well be a reluctance on 
the part of the Commission to interfere with the operation of 
a regulation of intrastate commerce which the citizens of a 
state have deemed of sufficient importance to require embodi- 
ment in their supreme law,” says Hosmer, “any such compunc- 
tions may be dismissed here. This particular constitutional 
provision is a vestige of a form of railroad regulation which 
flourished in 1873, when the Pennsylvania constitution was 
adopted, but has long outlived whatever usefulness it may have 
had half a century or more ago. That the provision is not 
necessary in the present public interest of Pennsylvania is in- 
dicated by the well-nigh unanimous expressions of the shippers 
of that state in this proceeding, by the fact that the cumbrous 
process required for its repeal has already been set in motion 
and the further fact that three of the state’s supreme court 
justices, including the chief justice, were of the view that the 
provision should be held inapplicable to the present conditions.” 

The cumbrous process of repeal to which Hosmer referred 
requires that proposals to amend the constitution must be ap- 
proved by two successive legislatures and then be submitted 
to popular vote. A proposition to repeal the long-and-short haul 
provision has been approved by one legislature. Hosmer 
brought out in his report that the provision is absolutely rigid. 
The Pennsylvania statute gives the Pennsylvania commission 
no discretion to permit departures from the constitutional provi- 
sion forbidding any higher rate for a longer than a shorter haul 
over the same route in the same direction. 


The proceeding was begun in answer to a petition of the 
principal steam railroad lines, because, under the Pennsylvania 
constitution, many “hold-downs” of the class rates were inev- 
itable unless the railroads decided that they would forego par- 
ticipation in traffic over, in many instances, their single-line 
routes between important points. For commercial reasons, if 
for no other, trunk lines felt that they could not afford to close 
their own routes between two points on their rails so as to 
put into effect the basis of class rates adopted by the federal 
body for general application throughout official classification 
territory. 

Determination to keep the routes over their own rails open 
meant that the principal railroads in Pennsylvania would have 
to go lower in the making of rates within Pennsylvania than 
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permitted by the federal body. The effect, they pointed out, 
and Hosmer set forth in his report, would be to break down 
the new class rate structure, and in many instances, result in 
advantage to Pennsylvania shippers, on some but not all of 
their traffic. 

The carriers estimated that the “hold downs” forced by 
the Pennsylvania constitution and law, would cause an annual 
loss of revenue to them of $8,118,000, basing that estimate upon 
a number of traffic tests. 

With one exception, Lancaster Manufacturers’ Association, 
Hosmer said that Pennsylvania shippers supported the applica- 
tion of the carriers. That association, he said, questioned 
whether the constitutional provisions herein considered, should 
be rendered inoperative. The reasons for the proposition taken 
by that organization, he said, were not entirely clear. Appar- 
ently, he added, it felt that reciprocal switching, which does not 
generally obtain in Pennsylvania, should be more generally es- 
tablished and that, if that were done, relief from the long-and- 
short-haul provision would not be necessary. The witness for 
the association, he said, conceded, however, that such relief was 
proper in some cases, subject to circuity limitations. 

With exceptions not deemed pertinent in this case, Hosmer 
said that the rates which resulted from the eastern class rate 
case were based on a distance scale applied to distances com- 
puted by the so-called short line distance rule, that is, the 
shortest routes over which carload traffic could be moved without 
transfer of lading. He said that it was fully realized when 
that rule was required that many of the rate-making distances 
would be arrived at by the use of routes which were not actually 
used in moving traffic and could not be required, by law, to be 
so used. Consequently, he said, the rule frequently resulted in 
the establishment of rates which were lower than rates to in- 
termediate points over actual routes of movement necessitat- 
ing authority from the Commission to depart from the long- 
and-short-haul part of the fourth section. Temporary relief ef 
that character was granted in connection with the order issued 
in the class rate case. 

When the carriers published rates for use in Pennsylvania 
they incorporated a provision in most of their tariffs bringing 
them into conformity with the Pennsylvania constitution. In 
one tariff, however, they carried rates which it was agreed 
should be suspended by the federal body. The attorney general 
of Pennsylvania, taking note that the exceptional tariff was 
not in conformity with the Pennsylvania constitution, obtained 
an injunction which was upheld by the supreme court of the 
state, with three judges dissenting, as hereinbefore stated. The 
case is Commonwealth of Pennsylvania ex rel. Schnader vs. C. 
R. R. of N. J. et al., not yet officially reported. 

The Pennsylvania railroads, in this case, took the position 
that the inevitable effect of the Pennsylvania law was to produce 
intrastate class rates lower than those which would result from 
the interstate basis prescribed in the eastern class rate revision 
and thereby compel the intrastate transportation of class rate 
traffic at less compensation than that derived from comparable 
interstate hauls, as well as to cause undue prejudice to inter- 
state shippers and points. Pennsylvania shippers, Hosmer said, 
admitted the desirability of a uniform basis of rates. Their 
chief interest, he said, was to keep open all the routes, being 
opposed to having to ship their traffic over a limited number of 
routes. Shippers of iron and steel, in particular, were in- 
terested, he said, in keeping routes open. Keeping routes open 
and observing the Pennsylvania law, the Hosmer report indi- 
cated, would result in the breaking down of the new class rate 
structure and loss of needed revenue. The report contains many 
examples of the breaking down of rates due to the Pennsylvania 
law. 


PROPOSED REPORTS 
Liquid Asphalt 


No. 25236, West Construction Co. vs. A. C. L. By*Examiner 
Charles A. Rice. Dismissal proposed. Rate, liquid asphalt, in 
tank cars, Charleston, S. C., to Wesco Siding, N. C., not unrea- 
sonable. 

Potatoes, Etc. 

No. 25214, McDavitt & Starling et al. vs. A. T. & S. F. et al. 
By Examiner L. B. Dunn. Rates, potatoes, cabbage and tomatoes, 
from Kansas City group origins and Braggs, Okla., to destina- 
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tions in Texas and Clovis, N. M., unreasonable, on potatoes, to 
the extent that they exceeded 57 cents from origins in the 
Kansas City group to destinations in the northeast Texas group 
and Terrell; 61.5 cents from origins in the Kansas City group 
to destinations in the Dallas-Fort Worth group; 68 cents from 
origins in the Kansas City group to Corpus Christi in the Texas 
common point group; 51 cents from Braggs, Okla., to Snyder, 
Tex.; 73.5 cents from Lawrence, Kan., to Lubbock, Tex.; 72.5 
cents from Lawrence to Uvalde, Tex.; 72 cents from Topeka, 
Kans., to Plainview, Tex.; 73 cents from Eudora, Kansas, to 
Floydada, Tex.; 73 cents from Midland and Williamstown, 
Kans., to Clovis; that the rate assailed on cabbage from origins 
in the Kansas City group to Dallas was unreasonable to the 
extent that it exceeded 61 cents; and, on tomatoes from But- 
terfield, Mo., to Dallas was unreasonable to the extent that it 
exceeded 61 cents. Reparation proposed. 


Dried Beans, Melons, Etc. 


No, 25191, Lexington Board of Commerce vs. Alton et al., 
and I. and S. No. 3748, Potatoes, intermountain territory to 
Kentucky. By Examiner John McChord. Rates, dried beans, 
dried peas, melons, potatoes and fresh vegetables, straight or 
mixed carloads, points in Colorado, Idaho, New Mexico, Utah 
and Wyoming to Lexington, Ky., unduly prejudicial to com- 
plainants at Lexington, and unduly preferential to shippers at 
Cincinnati, O., Louisville and Ashland, Ky., to the extent they 
may exceed contemporaneous rates to Cincinnati plus a differ- 
ential of five cents. Proposed increased rates, potatoes, ex- 
cept sweet potatoes, from the intermountain states mentioned 
in connection with the rates involved in the complaint case, to 
Lexington, not justified. Recommended that the schedules be 
ordered to be canceled and the proceeding discontinued, find- 
ings however, to be without prejudice to any different ones 
that may be made in No. 21373, Railroad Commission of Ken- 
tucky vs. A. W. & R. et al. 


Carolina & N. W. Route Closing 


No. 25094, Seaboard Air Line Railway Co. et al. vs. Caro- 
lina & Northwestern and Southern. By Examiner George M. 
Curtis. Dismissal proposed. Restrictions making inapplicable 
joint through rates on traffic moving over the Seaboard Air 
Line to, from or via stations on the Carolina & Northwestern, 
not unreasonable or otherwise unlawful, Examiner proposes 
that the Commission regard as determinative of the question 
whether the Southern and the Carolina & Northwestern con- 
stitute a single line for rate-making purposes the decision of 
division 3 in Humbard Construction Co. vs. Southern, 161 I. 
C. C. 38. In that case the Commission held it was a single 
line. The complaint was filed when the Southern closed the 
Carolina & Northwestern on traffic that would have short- 
hauled itself, when the Southern and Carolina & Northwestern 
were considered as a single line for rate-making purposes. 


Anthracite Reparation 


No. 20286, sub-No. 1, Tegen & Weibke Co., Inc., et al. vs. 
Central of New Jersey et al. By Examiner T. Naftalin. Upon 
further hearing, claims on which complainants are entitled to 
reparation on shipments of anthracite coal, from mines in Penn- 
sylvania, to Newark, West Newark and Harrison, N. J., deter- 
mined, under the findings in the original report, 167 I. C. C. 723. 
Reparation proposed to be found due as follows: Lindeman 
Co., Inc., $14,856.42 from the Lehigh Valley and Pennsylvania 
and $10,449.58 from the Central of New Jersey and Pennsyl- 
vania; Fairlie & Wilson Coal Co., $28,900.26 from the Central 
of New Jersey and Pennsylvania, $977.75 from the Lackawanna 
and Pennsylvania and $2,067.23 from the Lehigh Valley and 
Pennsylvania; Tegen & Weibke Co., Inc., $2,831.80 from the 
Central of New Jersey and Pennsylvania and $30,649.03 from 
the Lehigh Valley and Pennsylvania; William Bauer Co., Inc., 
$11,292.36 from the Central of New Jersey and Pennsylvania 
and $10,395.50 from the Lehigh Valley and Pennsylvania. 


TEXAS ABANDONMENT 


A recommendation that the Commission find that the pres- 
ent and future public convenience and necessity permit the San 
Antonio & Aransas Pass Railway Co. to abandon, and the Texas 
& New Orleans Railroad Co., lessee, to abandon operation of a 
branch line, owned by the Aransas Pass, extending from Shiner 
Junction, formerly known as Austin Junction, to a point at or 
near Gonzales, 21 miles, in Lavaca and Gonzales counties, Tex., 
has been made by Examiner J. S. Prichard in a proposed report 
in Finance No. 9283, San Antonio & Aransas Pass Railway Co. 
et al. proposed abandonment. The examiner said that while the 
application contemplated the abandonment of operation of the 
entire branch line, it was desired to retain that part between 
engineer’s stations 1029 plus 60 and 1114 plus 25, 1.5 miles, as 
a part of the yard and industrial tracks of the Texas & New 
Orleans at Gonzales. 
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The proposed abandonment was opposed by the state of 
Texas, the Railroad Commission of Texas, the chambers of 
commerce of Gonzales and Shiner, Tex., and the villages of Dil- 
worth and Maurin, Tex. 

In justification of the proposed abandonment, said the ex. 
aminer, the applicants urged that much of the traffic formerly 
handled over the segment was now transported by motor cars 
over the highways; and that the business now transported, or 
which there was any reasonable possibility of transporting over 
the segment, was wholly insufficient to support a railroad. He 
said the weight of the evidence was that neither the present nor 
prospective volume of traffic over the branch was sufficient to 
warrant its operation, and that continued operation under the 
circumstances shown would impose a burden on interstate com- 
merce greatly in excess of the benefits that would accrue to 
the limited number of persons now dependent on the branch as 
a means of transportation. 


COMMISSION REPORTS 


(Continued from page 644) 

present rates from the Virginia cities. Rates, lumber, Pember- 
ton, Va., to points in eastern Ohio and western Pennsylvania 
were unreasonable to extent they exceeded the corresponding 
contemporaneous rate and are and for the future will be unrea- 
sonable to extent they exceed or may exceed the corresponding 
present rate to Pittsburgh. Rates, lumber and- box shooks, 
Amelia, Boydton, Saxe, Chase City, South Hill, Blackstone, Dill- 
wyn, Pemberton, Petersburg, Charlottesville and Orange, Va., 
to points in eastern trunk line and New England territories, 
are and for the future will be unreasonable to extent they ex- 
ceed or may exceed corresponding present sixth-class rates. 
Commission said application of the present sixth-class rates 
from Virginia to trunk line and New England territories, uni- 
formly, would result in both increases and reductions, and that, 
under similar circumstances, it had denied reparation. It said 
it therefore found that the rates to trunk line and New England 
territories were not unreasonable in the past. Emergency 
charges may be added to revised rates. Complainant in No. 
23381, Sub. No. 1, entitled to reparation. Commissioner Aitchi- 
son dissented in part, objecting to the majority’s findings as 
to the level of the rates to trunk line and New England terri- 
tories. Order for future effective on or before January 5. 


ROCK ISLAND ABANDONMENT 


The Commission, in Finance No. 9284, Chicago, Rock Island 
& Pacific Railway Co. abandonment, has authorized the appli- 
cant to abandon a branch extending from Trosky to Jasper, 
Minn., approximately 8.73 miles long. The testimony showed 
that both local and through traffic had almost disappeared by 
1931 when eight passengers used the local service and the 
through and local freight service in that year amounted to a 
little more than 2,100 tons. 


Ss. P. & S. VALUATION 


In Valuation No. 896, Spokane, Portland & Seattle Railway 
Co. et al., embracing also Valuation No. 240, Oregon Trunk 
Railway, 41 Val. Rep., 1-88, the Commission, by division 1, as of 
June 30, 1916, has found final value as follows: Property of the 
Spokane, Portland & Seattle, owned and used for common Car- 
rier purposes, $58,300,000; property owned but not used, $113,698; 
and property used but not owned, $1,483,033; property of the 
Oregon Trunk, owned and used, $14,824,086. The report said 
the books of the S. P. & S. recorded an investment (as of valua- 
tion date) of $61,266,413.65 in property owned and used, and that 
this would be reduced to $60,602,821.68 if readjustments were 
made in accordance with the Commission’s accounting examina- 
tion. It said the investment of the Oregon Trunk in carrier 
property owned, including lands, was shown in its books on 
valuation date to be $16,252,589.96 and that if readjusted in 
accordance with the Commission’s accounting examination, this 
would be decreased to $15,570,799.45. 


SUNDAY OPERATION OF TRAINS 


The Commission has denied the petition of complainant in 
No. 25252, Noah W. Cooper vs. L. & N. et al., for rehearing, 
amending of bill and for argument. Cooper asked the Com- 
mission to require the railroads to cease operating trains on 
Sunday or at least one day in each week. His complaint was 
dismissed. (See Traffic World, June 25, p. 1335.) 


VAN SWERINGEN DIRECTORSHIP 


O. P. Van Sweringen has asked the Commission in Finance 
No. 2732, sub. No. 7, for authority to hold the position of direc- 
tor of the Fort Worth Belt Railway Co., to represent 2,400 
shares of common capital stock of the Fort Worth Belt owned 
by the Texas & Pacific. 
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TURMOIL IN COAL RATES 


The Trafic World Washington Bureau 


As a result of most unusual if not unprecedented action by 
the Commission in I. and S. No. 3801, coal from Pennsylvania 
to northern Ohio, the airing of the controversy concerning rates 
on bituminous coal from the Pittsburgh district in Pennsylvania 
to Cleveland, Huron and Lorain, O., intended to be had on 
October 4 in a hearing before Examiner Weems, has been post- 
poned until November 9. On that day, unless the Commission 
does something else in the meantime, hearings will be begun 
in an investigation and suspension proceeding, although the 
protested schedules are in effect. 

The Commission, late on October 3, vacated and set 
aside that part of the order in I. and S. No. 3801, which, on 
September 8, suspended until April 9, schedules reducing rates 
from the Pittsburgh district to the Ohio points mentioned, pend- 
ing investigation. The part of the order whereby the Commis- 
sion entered upon a hearing concerning the lawfulness of the 
proposed rates, charges, regulations and practices contained in 
the suspended schedules was continued in full force and effect. 

Notice of the unusual action was given on the following 
day. That was after counsel, traffic managers and intended 
witnesses had come to Washington to participate in a hearing 
on the suspended schedules. A part of the order creating this 
unusual situation “further ordered” that a copy of the order 
“be filed with said schedules (meaning the suspended ones) in 
the office of the Interstate Commerce Commission, and that 
copies hereof be forthwith served upon the carriers parties to 
said schedules.” It was explained that under that part of the 
order the suspended schedules could be re-filed and made effec- 
tive upon one day’s notice. Representatives of the Pittsburgh 
& West Virginia, the moving party in the reduction of rates, 
said that the schedules would be re-filed immediately. 

Examiner Weems was prepared to go ahead with the hear- 
ing. He went to the extent of having W. S. Bronson present a 
witness in support of the schedules which were under suspen- 
sion when the witness prepared himself to give testimony. 

Guernsey Orcutt, representing the trunk lines which had 
protested the move made by the Pittsburgh & West Virginia, 
said that there was a serious question in his mind as to whether 
he should go ahead in view of the change which had taken 
place, the switching of the protesting lines into the attitude of 
complainants and the Pittsburgh & West Virginia into the atti- 
tude of defending the rates which had been allowed to become 
operative. He asked for a continuance of the hearing for thirty 
days. Mr. Bronson said that he did not want to take advantage 
of the embarassment into which the trunk lines had been 
thrown. He said he recognized the desirability of the Commis- 
sion’s affording counsel for the trunk line an opportunity to 
consult their executives before proceeding under the changed 
conditions. 

E. S. Ballard, for eastern Ohio operators, concurred in the 
suggestion for a postponement although he said he was pre- 
pared to go ahead. His thought was that time would be saved 
by a postponement if the Commission would convert the pro- 
ceeding into a thirteenth section proceeding. The case as it 
stood, he pointed out, covered rates to only three points, adding 
that he did not think it would be orderly to go ahead with a 
fragment of a much larger proceeding. 

After consulting his superiors, Examiner Weems proposed 
an adjournment to October 24. There was objection to that 
on account of another coal case to be heard on that day. There 
was also objection of the same sort to a postponement of 
merely thirty days. The thirty-five day adjournment to Novem- 
ber 9, the day after election, was finally agreed upon. 


WESTERN CLASS RATES 


Opposition to the petition of the western trunk lines for 
reopening, further hearing, modification of report and order, 
advancement on the docket, temporary and certain other re- 
lief, in No. 17000, part 2, western trunk line class rates, is ex- 
pressed in replies to the petition filed with the Commission. 
(See Traffic World, September 24, p. 556.) 

The Nebraska State Railway Commission, asking that the 
petition be dismissed, asserts that the procedure suggested by 
the petitioners that a case long since decided and accepted by 
the carriers, should be reopened upon short notice, advanced 
for early hearing, heard summarily and speedily determined, 
and without adequate opportunity to present the defense, in- 
volving the well-being of millions of shippers, is fundamentally 
wrong, unreasonable and arbitrary. It says that while it is not 
Satisfied with the class rate decision, yet it opposes the car- 
riers’ petition to reopen the case because the proposals of the 
carriers will only serve to aggravate the difficulties of Nebraska 
shippers. 

The Youngstown (O.) Chamber of Commerce, asking de- 
nial of the petition, asserts that the conditions outlined in the 
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carriers’ petition do not warrant the Commission issuing an 
order suspending until further date the order entered in the 
case, the concurrent relaxation of tariff regulations, the grant- 
ing of necessary fourth section relief, and short notice author- 
ity under the sixth section of the act whereby the petitioners 
may without delay file and publish in simple form tariffs re- 
storing the method of constructing rates by the combination 
of intermediate factors, using the present Commission-prescribed 
rates as maxima for those factors. 

All parties certainly are entitled to a full hearing and an ap- 
propriate record made before such a drastic change in existing 
rates be even considered, according to the reply. 

The Cleveland (O.) Chamber of Commerce says that while 
it questions the desirability of reopening the proceeding under 
present conditions and doubts the practical results, from a 
revenue standpoint, of such increases as respondents appear 
desirous of making in interterritorial rates, it is not inclined 
to oppose the petition for reopening and rehearing, although it 
is not based on allegations of changed conditions. 

“We do most definitely oppose the petition for advancement 
on the docket and prompt determination in so far as that peti- 
tion appears to mean that the conflicting interests of compet- 
iting communities would be denied full and complete hearing,” 
says the chamber. “We also take issue with the petition for 
the granting of temporary relief, which we understand to mean 
that existing through rates in effect as the result of the Com- 
mission’s order would be summarily canceled, leaving in effect 
the full combination of intermediate rates to and from the 
border line between official and western trunk line territories. 
P The situation is obviously one which requires full and 
complete hearing, not only as to revenues, but also as to rate 
relationships.” 

The Evaporated Milk Association has asked that the peti- 
tion of the carriers for reopening, etc., be denied. The associ- 
ation says that it submits that the present plight of the rail- 
roads is mainly due, not to the level of their rates, but to gen- 
eral business depression, to the inroads made in their business 
by truck and water competitors, and to the rates, lower than 
those prescribed by the Commission, that the carriers have 
found it necessary to establish to meet these competitive forms 
of transportation. The carriers’ need is not higher rates but 
greater tonnage, and the higher rates they now ask can and 
would only serve to drive more business from their rails, par- 
ticularly during the present trying times, as well as to postpone 
— a of prosperity for all industries, according to the as- 
sociation. 


Denial of the carriers’ petition was asked by the Chamber 
of Commerce of Grand Island, Neb. 


COMMISSION ORDERS 


No. 17806, J. R. Blair et al. vs. C. C. C. & St. L. et al. The de- 
——~ petition for modification of the report and order has been 
enie 

No, 21442, Wicks Boiler Co. vs. Pere Marquette et al. The com- 
——- fifth petition for oral hearing and argument has been 
enie 

No. 21894, Lehigh Stone Co. vs. Baltimore & Ohio et al. The 
petition of the C. I. & L. Ry. Co. for modification of the order has 
been denied. 

No. 22137, Eastern Tanners’ Glue Co. vs. Southern et al., and 
No, 22631, England, Walton & Co., Inc., vs. Southern et al. The de- 
fendants’ petition for reconsideration and rehearing has been denied. 

No. 22416 (and consolidated cases), Virginia Livestock Growers’ 
& Shippers et al. vs. Norfolk & Western et al. Complainants’ second 
— for reopening and reargument has been denied. 

No, 22868, Ohio-Kentucky Associated Industries et al. vs. A. & 
W. Ry. et al. Complainants’ petition for reconsideration and reopen- 
ing has been denied. 

No. 23071, American Tar Products Co. vs. N. Y. C. R. R. et al., 
and No. 20723, F. J. Lewis Manufacturing Co. vs. A. C. & Y. Ry. et al. 
—— petitions for rehearing and reargument have been 
enied. 

‘No. 23279 (and Subs. 1 and 2), Joseph Denunzio Fruit Co. et al. 
vs. Santa Fe et al. Supplemental petition of the southwestern car- 
riers for reopening, reconsideration and modification of the order has 
been denied. 

No. 23347 (and Sub. Nos. 1 and 2), Brunswick-Balke-Collender 
Co. et al. vs. D. L. & W. R. R. et al. Complainants’ second petition 
for poneostay- reargument and reconsideration has been denied. 

No 392, Nebraska Brick & Tile Mfgrs. Assn. et al vs. C. 

N. W. "et al. Defendants’ supplemental petition for modification of 
the Commission’s decision of April 20, 1932, has been denied. 

No, 23434, The W. A. L. Thompson Hardware Co. vs. Santa Fe 
et al. Defendants’ petition for reconsideration by the entire Com- 
mission has been denied. 

No. 23548, Sub. No. 1, Egbert-Hay-Fobes Co. et al vs. N. Y. C. 
ee i. et al. Complainants’ petition for reconsideration has been de- 
nied. 

No. 23568, Fraser-Smith Co. vs. Grand Trunk Western et al, and 
No. 24066 (and Sub. No. 1), Cargill Elevator Co. vs. Camas Prairie 
R. R. et al. Complainants’ petition for reargument and reconsidera- 
tion has been denied. 

_ 23815, Public Service Commissino of Wyomng vs. C. B. & Q. 

R. R. et al. Complainant’s and intervener’s motion that the proceed- 

ing be not dismissed and that jurisdiction be retained by the Com- 
— has been overruled. 

1, Leader Iron Works, Inc., vs. Illnois Central et al. Com- 

een? . petition for leave to amend the complaint and for re- 

opening and rehearing has been denied. 
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No. 23928, Columbia City Co. et al vs. Santa Fe et al. Defend- 
ants’ petition for reconsideration or rehearing has been denied. 

No. 24027, Brunswick-Balke-Collender Co. et al vs. C. G. W. R. R. 
et al. Complainants’ second petition for reopening and reconsidera- 
tion upon the record as made has been denied. 

No. 24099, Missouri Gravel Co. vs. C. B. & Q. et al. Defendants’ 
= for rehearing, reconsideration and reargument has been de- 
nied. 

No. 24112, Pennsylvania Macaroni Co. vs. T. & N. O. R. R. et_al. 
Complainant’s third petition for reconsideration has been denied. 

No. 24216 and Sub. No. 1), St. Johns Co-operative Co. et al vs. 
Cc. S. & N. R. et al. and No. 24065, Millett Elevator Co. vs. Grand 
Trunk et al. Defendants’ petition for reopening, reargument and re- 
consideration has been denied. 

No. 24275, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
= Ry. et al. Complainant’s petition for reopening has been 
denied. 

No, 24279, Tamms Silica Co. vs. Chicago & Eastern Illinois et al. 
Complainant’s petition for further hearing and further consideration 
has been denied. 

No. 24416, Indiana Fibre Products Co. vs. Virginian et al. Com- 
plainant’s petition for rehearing and reargument has been denied. 

No. 24426 (and consolidated cases), Edgar Plastic Kaolin Co. vs. 
Atlantic Coast Line et al. Defendants’ petition for further hearing 
with respect to the issues of reasonableness has been denied. 

No. 24478, Nicholson Corporation vs. St. L.-S. F. et al. Com- 
plainant’s petition for reconsideration, rehearing or modification has 
been denied. 

No, 24579, South Chicago Coal & Dock Co. vs. Belt Ry. of Chicago 
}~ , Defendants’ petition for modification of the order has been 

enied. 

No. 24643, Root Refining Co. vs. Louisiana & North West et al. 
yoo gama petition for reopening and further hearing has been 

enied. 

No. 24673, D. J. Donati, Jr., and L. N. Donati, co-partners, trad- 
ing as Fibre Board Container Co. vs. B. & O. R. R. et al. Com- 
plainant’s and intervener’s petition for reconsideration upon the record 
as made has been denied 

No. 24691, Nixon & Phillips vs. Illinois Central. Complainant’s pe- 
tition for reconsideration has been denied. 

No. 24726, Federated Metals Corporation vs. Penna. R. R. et al. 
Complainnat’s petition for reopening, rehearing and further considera- 
tion has been denied. 

No, 24823, M. J. Grove Lime Co. vs. B. & O. R. R. et al. De- 
fendants’ and interveners’ petition for reconsideration and argument 
has been denied. 

No. 25355, Lone Star Asphalt & Petroleum Corp. of Texas et al. 
vs. Abilene & Southern et al. The Standard Oil Company of Louisiana 
has been permitted to intervene. 

No. 25368, Truscon Steel Co. vs. Erie R. R. et al. The motion 
of the New York Central and West Shore lines to dismiss the com- 
plant as to them has been overruled. 

Finance No. 9477. Savannah & Atanta receiver reconstruction 
loan. Petition of receiver of Savannah & Atlanta for reconsideration 
of report and certificate of July 23, 1932, denied. 

Finance No. 9375, Texas, Oklahoma & Eastern reconstruction loan. 
Petition of Texas, Oklahoma & Eastern for reconsideration of report 
and certificate of July 23, 1932, denied. 

No, 17000, part 3, rate structure investigation, cotton. The Com- 
mission has denied the petition filed by Agent Tilford on behalf of 
a P - Central and Fernwood, Columbia & Gulf, dated September 

No. 22315, Liberty Lime & Stone Co., Inc., vs. A. & R. et al. Com- 
mission’s order has been further modified so as to become effective 
on December 30, 1932, upon thirty days’ notice in so far as it relates 
to rates on crushed stone, crushed stone screenings, and chert. 

No. 24238, West Virginia Rail Co. vs. C. & O. et al. The Com- 
mission’s order of July 22, 1932, has, been modified so as to become 
effective November 2, 1932, upon ten days’ notice, instead of upon 
thirty days’ notice. 

No. 24636, L. N. Grant vs. A. C. L. et al. The Commission’s 
order of July 25, 1932, has been modified so as to become effective on 
December 2, 1932, upon thirty days’ notice, instead of on November 2. 

No. 25344, St. Louis Independent Liquidating Co. vs. Mo. Pac. 
The South St. Joseph Live Stock Exchange has been permitted to 
intervene. 

No. 25451, Northwest Petroleum Association et al. vs. A. & S. 
6 al. The Shell Petroleum Corporation has been permitted to in- 

ervene. 

No. 25492, Shell Petroleum Corporation vs. Santa Fe et al. The 
Standard Oil Co. (Indiana) and Midwest Refining Co. have been 
permitted to intervene. 

No. 24930, Northwestern Retail Coal Dealers’ Association vs. C. 
M. St. P. & P. Proceeding reopened for further hearing under short- 
= procedure for purpose of determining the reasonableness of the 
rates. 

No. 25492, Shell Petroleum Corporation vs. A. T. & S. F. et al. 
Great Northern dismissed as party defendant. 

No. 25490, Northwestern Retail Coal Dealers’ Association, Inc., 
vs. BL. F. & i. F. et al. Board of Railroad Commissioners of State 
of South Dakota permitted to intervene. 

Finance No. 9607, Lakeland Railway reconstruction loan. Applica- 
_ dismissed, applicant having withdrawn same on September 26, 

No. 25450, Wichita Falls Petroleum Traffic Association et al. vs. 

. & R. et al. Lone Star Gasoline Co. and Lone Star Gas Co. per- 
mitted to intervene. 

No. 25510, Hickory Clay Products Co. vs. A. C. L. et al. Na- 
tional Fireproofing Corporation permitted to intervene. 

No. 25442, San Pedro Chamber of Commerce et al. vs. A. T. & 
S. F. et al. City of Los Angeles by its Board of Harbor Commissioners 
permitted to intervene. 

No. 16750, National Poultry, Butter & Egg Association et al. 
vs. A. & R. et al. Board of Railroad Commissioners of State of Iowa 
permitted to intervene. 

No. 23922, Sub. 2, Coal Trade Association of Indiana vs. B. & O. 
et al., and cases grouped therewith. Proceedings reopened for recon- 
sideration upon record as made. 





PETITIONS FOR REHEARING, ETC. 


No. 22041, American Cyanamid Co. vs. A. A. et al., and No. 22042, 
American Cyanamid Co. vs. A. C. & Y. et al. Defendants, other than 
Wabash and Canadian National Railways, ask that order entered 
herein on August 6, 1932, be vacated and set aside and rehearing 
granted. 

* 
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No. 23476, Smith & Scott, Inc., vs. A. T. & S. F. et al., and cases 
grouped therewith. Defendants ask modification of the parts of the 
report entered on June 9, 1932, in which section 6 of the act and the 
significance and effect of transit tariff provisions are discussed and 
relied upon. 

No. 24262, The F. & N. Lawn Mower Co. et al. vs. A. & R. et al. 
Complainants ask reopening for reconsideration upon record as made, 
before entire Commission. . 

No. 17358, and Subs. 1 to 3, incl., Higginbotham-Bartlett Co., Inc., 
et al. vs. A. & S. et al., and cases grouped therewith. Defendants 
ask rehearing and reargument. 

No 23770, Elk River Concrete Products Co. et al vs. C. M. St. P. 
& P. et al. Defendants ask for reconsideration in respect of repara- 
tion. 

1. & S. 3787, woodpulp from North Atlantic ports to C. F. A. 
—," Mississippi Valley Barge Line Co. asks for a supplemental 

earing. 

No. 24321, Burning Oil Distributor’s Association et al. vs. A. & 
S. et al. Complainant asks reopening and rehearing with respect to 
rates for the future. 

No. 18415, Jeffrey-Dewitt Insulator Co. vs. B. & O. et al. Defend- 
ants ask vacation of Commission’s order, dated November 5, 1927. 

No. 21095 et al., newsprint investigation. American Newspaper 
Publishers’ Association and Publishers’ Association of New York 
City ask for further hearing and for postponement of the date for 
filing exceptions to proposed report of examiner. 

No. 25505, Ft. Worth Freight Bureau et al. vs. C. R. I. & G. et 
al. Ft. Worth & Denver City Railway, one of the defendants, asks 
dismissal of the complaint. 

No. 24456, Bone Dry Fertilizer Co. vs. A. C. L. et al. Defendant 
earriers ask for reconsideration by entire Commission. 


CARRIER AGENTS’ DISTRIBUTION 


The Commission, in I. and S. No. 3816, proposed change in 
classification rule, has suspended from October 1 to May 1, 
schedules published in the Exceptions to Southern Classifica- 
tion, Dulaney’s I. C. C. No. 45, intended to enable southern 
railroads more effectively to meet motor truck competition by 
allowing their agents to act as agents of shippers in sorting 
and distributing carload shipments from original points of des- 
tination. The question of amending Consolidated Classification 
so as to permit railroad agents to perform such services for 
shippers was docketed by the Consolidated Classification Com- 
mittee and made the subject of hearings at New York and 
Chicago. 

As submitted the proposal was to allow railroad agents to 
perform services of the sort indicated at a charge of five cents 
a hundred pounds. The southern carriers alone decided to 
change the classification rule, of many years’ standing, for- 
bidding carrier agents acting as agents for shippers in the 
handling freight that had reached destination. They decided 
that 2.5 cents a hundred would be compensatory. 

Warehouse interests protested and asked for suspension of 
the Dulaney schedules. The American Warehousemen’s Asso- 
ciation said that the proposed rule would deprive warehouse- 
men of a tremendous volume of business for which they had 
provided facilities and to which they were entitled. In support 
of the warehousemen’s protests it was suggested that the pro- 
posed change opened the way for rebating and favoritism. The 
pertinent part of the proposed rule, now suspended, is as 
follows: 


Delivery of freight carried at carload ratings or rates will be 
made to one consignee only; carriers’ agents may act as agents of 
shippers or consignees for distribution of carload freight to be un- 
loaded by the carriers upon payment of an additional charge of 2% 
cents per 100 pounds for the service of unloading, sorting and 
delivery across carriers’ station platforms or reforwarding by rail 
carriers (including delivery to connecting lines). Carriers’ agents, 
upon request, will prepay freight charges from point of distribution 
to destination provided satisfactory guarantee of such charges is 
made in advance of movement. 


SUSPENDED TARIFFS 


In I. and S. No. 3812 the Commission has suspended from 
October 1 until May 1 schedules in supplements Nos. 168 and 172 
to Boyd’s I. C. C. No. A-1773. The suspended schedules propose 
to cancel a proportional commodity rate of 9 cents a 100 pounds 
on glass bottles, in carloads, from Mississippi River crossings, 
viz.: East Burlington, East Keokuk, Rock Island, and Savanna, 
Ill., to Ottumwa, Ia., on shipments originating at Terre Haute, 
Ind., and to apply in lieu thereof higher class rates. The fol- 
lowing is illustrative, rates being in cents a 100 pounds: 

From Terre Haute, Ind., to Ottumwa, Ia. 


Present: 25, Terre Haute to Mississippi River crossings. 
9, Mississippi River crossings to Ottumwa. 


34 
Proposed: 39, Through class rate from Terre Haute to Ottumwa. 


In I. and S. No. 3813, the Commission has suspended from 
October 1 until May 1, schedules in supplement No. 16 to Chi- 
cago, Milwaukee, St. Paul & Pacific I. C. C. No. B-5641, joint 
supplement No. 18 to Boyd’s I. C. C. No. A-1998 and Johanson’s 
I. C. C. No. 2139, supplements Nos. 143 and 148 to Boyd’s I. C: 
C. No. A-1817, and in numerous other tariffs issued by Boyd. 
The suspended schedules propose to cancel the alternative pro- 
visions applying in connection with class and commodity rates 
on asphalt, salt, and numerous other commodities, between 


oo RHaATS lo 


r;oO 2 


as a 


erp cO0 CO Oo” 


a a a a ee a ae ee ee ee ae ae 


ee SS = eS =< as | 





ell 





October 8, 1932 


points in western trunk line and Illinois territories, which 
would prohibit the use of class rates to apply in lieu of com- 
modity rates even though the class rates in some instances 
may be lower. 

In I. and S. No. 3815, the Commission has suspended from 
October 1 until May 1, schedules in supplements Nos. 27 and 
34 to Jones’ I. C. C. No. 2506, and other tariffs issued by agents 
and individual lines. The suspended schedules propose to 
change the commodity description on asphalt, in carloads, be- 
tween points in central freight association territory, which 
would result in increases in rates in certain instances from 80 
per cent of sixth class rates to the full sixth class rates. 


LOANS TO RAILROADS 


The Reconstruction Finance Corporation announced Octo- 
ber 4 that from February 2, the day it began operations, to the 
close of business August 31, it had authorized 63 loans aggre- 
gating $227,107,147 to 43 railroads and 8 loans aggregating $15,- 
966,245 to receivers of 6 railroads, a total of $243,073,392. Rail- 
road applications for loans in the period covered totaled 117. 
By months applications were filed as follows: February, 23; 
March, 28; April, 19; May, 14; June, 13; July, 8; and August, 12. 

In Finance No. 9522, Copper Range Railroad Co. reconstruc- 
tion loan, the Commission, by division 4, has approved a loan 
of $53,500 for three years from the R. F. C. for interest re- 
quirements. The applicant asked for $114,000 to be used in 
payment of interest coupons due in the amount of $57,000 on 
Oct. 1 and April 1, next, on applicant’s outstanding first mortgage 
5 per cent bonds of 1949. The Commission said the applicant’s 
actual interest requirements would be $53,500 on each of the 
interest dates because of acquisition by it of part of the bonds 
on which interest must be paid. As security for the loan the 
Commission said applicant should pledge $200,000 of its first 
morigage 5 per cent gold bonds of 1949 and $100,000 of notes of 
the Copper District Power Co. now held by the Copper Range 
Co. The Commission said the loan should be guaranted by the 
Copper Range Co. of Boston. It said it was its understanding 
that if a R. F. C. loan were made to meet the October interest, 
the Railroad Credit Corporation would advance the necessary 
funds to take care of the April interest. 

In its decision in Finance No. 9167 approving a further loan 
of $12,461,350 to the Chicago & North Western from the R. F. C., 
the Commission, by division 4, said the banks now carrying the 
outstanding loan of $10,000,000, half of which is to be paid from 
the proceeds of the R. F. C. loan, should extend the remainder 
of their present loans to the C. & N. W. to a maturity date not 
earlier than the maturity date of the advance conditionally ap- 
proved by the Commission for application on the loans, and upon 
fixed collateral equal to one-half of the collateral now held as 
security for the existing bank loans. The loan to the C. & N. W. 
is to be for a period of not in excess of two years from the date 
of each advance made thereon. Another condition imposed by 
the Commission was that before any advance on the loan was 
made, the Railroad Credit Corporation should liquidate the order 
of the C. & N. W. on it, now deposited with the R. F. C., in 
the amount of $1,910,500. The report stated that the C. & N. W. 
had stated that Kuhn, Loeb & Co had obtained from each of 
the participating banks carrying the loan of $10,000,000, due 
Oct. 138, a tentative agreement that, on payment of one-half 
thereof, they would continue to carry the remainder of the loan, 
or $5,000,000, for a further period of two years. Eighteen banks 
are involved. 


The R. F. C. has announced that it has made the “work” 
loan of $500,000 to the Central Railroad of New Jersey approved 
by the Commission. 

In a supplemental application in Finance No. 9154, the Chi- 
cago & Eastern Illinois has asked for a loan of $200,000 to meet 
Indiana taxes due November 1, and a loan of $38,000 to meet 
the maturity of an equipment note, December 1. It also asked 
—_ authorization of use of $100,000 for replacing worn steel 
rails. 


R. C. C. REPORT 


__ The Railroad Credit Corporation on October 1, 1932, had 
either actually made or authorized loans to railroads to meet 
their fixed interest obligations totaling $31,681,529, according to 
the monthly report of that Corporation filed with the Commis- 
sion. 

Collection of rate increases under Ex Parte 103, according 
to the report, totaled $35,764,606 in the first seven months this 
year, the increase having become effective January 4. The 
amount derived from the increase amounted to $4,689,460 in 
July, the latest month for which reports as to collections are 
available. 

By the terms of the plan under which the fund is admin- 
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istered, the railroads have forty days after the end of each 
month in which to file with the Corporation the amount received 
from rate increases during that month and then are allowed 
ten days in which to turn the funds so derived over to the Cor- 
poration. 

In its decision in Ex Parte 103, the Commission permitted 
certain increases in rates, the proceeds to be pooled and used 
for loans to needy carriers. The method of pooling the revenues, 
known as the “Marshalling and Distributing Plan,” was pro- 
posed by the carriers, and is administered by the Railroad 
Credit Corporation. By the terms of the plan under which the 
Railroad Credit Corporation operates, and in accordance with 
the decision of the Commission, loans by the corporation are 
restricted to the prevention of defaults in fixed obligations. 


PRACTICES OF CARRIERS 


The Commission has announced that hearings in Ex Parte 
No. 104, part II, terminal services, will be held at Pittsburgh, 
Pa., before Director W. P. Bartel or Examiner C. M. Bardwell 
at the Chamber of Commerce rooms, October 21, 22, 24, 25, 26, 
27, 28, 29, 31, and November 1, 2, 3, 4, 5, 7, 8, 9 and 10. These 
hearings will have to do with the two questions set forth in 
the Commission’s notice published in (The Traffic World, Sep- 
tember 3, p. 423). The industries and the carriers to whom 
notice of the Pittsburgh hearings was directed and the dates 
on which they will be heard follow: 

Oct. 21—J. M. Huber Pigment Co., Inc., kaolin mines 
near Graniteville and Langley, S. C. Address: J. M. Huber 
Pigment Co., Inc., 460 West 34th St., New York, N. Y. Sou. 
National Tube Co., Christy Park, Pa. B. & O. National Tube 
Co., Versailles, Pa. B. & O. National Tube Co. (Penn Works) 
(Continental Works), Pittsburgh, Pa. B. & O.; Monongahela 
Connecting. Blackwood Coal & Coke Co., Bundy, Va. Address: 
Johnson’s Mill, Va. Sou. Atlantic Steel Co., Atlanta, Ga. Sou. 
National Tube Co., Loraine, Ohio. Lake Term. Jones & Laugh- 
lin Steel Corp., Pittsburgh, Pa. Monongahela Connecting. 

Oct. 22.—Bethlehem Mines Corp., Johnstown, Pa. C. & B. 
L. Bethlehem Steel Co., Johnstown, Pa. C. & B. L. Cambria 
Steel Co., Johnstown, Pa. P. R. R.; B. & O. 

Oct. 24.—Kelley-Springfield Tire Co., Cumberland, Md. B. 
& O. Gem Mfg. Co., Bascom, Ohio. B. & O. Pittsburgh Forge 
& Iron Co., Allegheny (Pittsburgh), Pa. B. & O. Ralston Steel 
Car Co., Columbus, Ohio. Address: 3500 E. 5th Ave, B.& O. Rolfe 
Tannery Co. (Kistler Leather Co.), Johnsonburg, Pa. B. R. & 
P. (B. & O.). General Chemical Co., Cleveland, Ohio. B. & O. 
Punxsutawney Furnace Co., Punxsutawney, Pa. B. R. & P. 
(B. & O.). American Steel & Wire Co., Cleveland, Ohio. Ad- 
dress: Rockefeller Bldg. N. & S. S. Aluminum Co. of Amer- 
ica, Cleveland, Ohio. Address: Hanna Bidg. N. & S. S&S. 
Domestic Coke Corp., N. Fairmont, W. Va. Address: Fair- 
mont, W. Va. Monongahela Ry. 

Oct. 25.—Elk Tanning Co., Clearfield, Pa. B. R. & P. (B. 
& O.); N. Y. C. Elk Tanning Co., Curwensville, Pa. B. R. & 
P. (B. & O.). Elk Tanning Co., Ridgway, Pa. B. R. & P. (B. 
& O.). Lehigh Portland Cement Co., New Castle, Pa. B. R. & 
P. (B. & O.). Custer City Chemical Co., DeGolia, Pa. B. R. & 
P. (B. & O.). Adrian Furnace Co., DuBois, Pa. B. R. & P. 
(B. & O.). Buffalo Slag Co., DuBois, Pa. B. R. & P. (B. & O.). 
Buffalo Slag Co., Josephine, Pa. B. R. & P. (B. & O.). N. & 
G. Taylor Co., Inc., Cumberland, Md. B. & O.; W. M. Stand- 
ard Steel Car Co., New Castle, Pa. B. R. & P. (B. & O.). 
Standard Steel Car Co., Butler, Pa. B. & L. E. 

Oct. 26.—West Virginia Pulp & Paper Co., Luke, Md. B. & 
O.; W. M. West Penn Power Co., Connellsville, Pa. W. M. 
Potomac Edison Co., Williamsport, Md. W. M. Medusa Port- 
land Cement Co., York, Pa. W. M. Parsons Tanning Co., Par- 
sons, W. Va. W.M. Frick Co., Waynesboro, Pa. W. M. Lan- 
dis Tool Co., Waynesboro, Pa. W. M. Kistler Leather Co., 
Elkins, W. Va. W.M. Keystone Mfg. Co., Elkins, W. Va. W. 
M. Geiser Mfg. Co., Waynesboro, Pa. W. M. Chambersburg 
Engineering Co., Chambersburg, Pa. W. M. 

Oct. 27.—Spang-Chalfont Co., Etna (Pittsburgh), Pa. B. 
R. & P. (B. & O.); B. & O.; P. R. R.; P. & L. E. Spang-Chal- 
font Co., Economy, Pa. Address: Ambridge, Pa. P. R. R. 
United Engineering & Foundry Co., Canton, Ohio. B. & O.; 
W. & L. E.; P. R. R. United Engineering & Foundry Co., Van- 
dergrift, Pa. P. R. R. National Tube Co., Elwood City, Pa. 
B. R. & P. (B. & O.); B. & O.; P. & L. E. Dunbar Corp., Dun- 
bar, Pa. B. & O.; P. R. R. Crucible Steel Co. of America 
(Park Works), Pittsburgh, Pa. B. & O.; P. R. R.; B. R. & P. 
(B. & O.). Crucible Steel Co. of America (Crescent Works), 
Pittsburgh, Pa. P. R. R. 

Oct. 28.—Allegheny Steel Co., Brackenridge, Pa. P. R. R. 
Apollo Steel Co., Apollo, Pa. P. R. R. Edgewater Steel Co., 
Verona, Pa. P. R. R. Glen-White Coal-Lumber Co., Gallitzin, 
Pa. P. R. R. McClintock-Marshall Co., Leetsdale, Pa. P. R. R. 
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Pittsburgh Steel Products Co., Allenport, Pa. P. R. R. Stand- 
ard Tin Plate Co., Canonsburg, Pa. P. R. R. 

Oct. 29.—West Leechburg Steel Co., West Leechburg, Pa. 
Address: Leechburg, Pa. P. R. R. Weirton Steel Co., Weir- 
ton, W. Va. P. R. R. Weirton Steel Co., Steubenville, Ohio. 
W. & L. E.; P. R. R. Koppel Industrial Car & Equipment Co. 
(Beaver Connecting R. R.), Koppel, Pa. P. R. R.; P. & L. E. 

Oct. 31.—Timkin Roller Bearing Co., Canton, Ohio. W. & 
L. E.; P. R. R. Youngstown Sheet & Tube Co., Zanesville, 
Ohio. W. & L. E.; P. R. R.; N. Y. C. Youngstown Sheet & 
Tube Co., Struthers, Ohio. P. R. R.; P. & L. E. Youngstown 
Sheet & Tube Co. (Brier Hill Plant), Youngstown, Ohio. Erie. 
Youngstown Sheet & Tube Co. (Campbell Works), Youngstown, 
Ohio. P. & L. E. American Encaustic & Tiling Co., Zanes- 
ville, Ohio. W. & L. E. Canton Car Corp., Canton, Ohio. W. 
& L. E. Ohio Building Material Co., Cleveland, Ohio. Address: 
1276 W. 3rd. W. & L. E. Griscom-Russell Co., Massillon, Ohio. 
W. & L. E. Griscom-Russell Co., Zanesville, Ohio. W. & L. E. 

Nov. 1.—Pittsburgh Plate Glass Co., Ford City, Pa. P. R. 
R. Pittsburgh Plate Glass Co., Fultonham, Ohio. Address: 
South Zanesville, Ohio. P. R. R.; N. Y. C. Struthers Iron & 
Steel Co., Struthers, Ohio. P. R. R.; P. & L. E. Struthers 
Furnace, Struthers, Pa. Address: Warren, Pa. P. & L. E. 
United States Gypsum Co. (Culver & Port Clinton R. R.), Gyp- 
sum, Ohio. N. Y. C. Colonial Steel Co., Colona, Pa. Address: 
Monaca, Pa. P. & L. E. Cannelton Coal & Coke Co., Cannel- 
ton, W. Va. N. Y. C. Kanawha Valley. Water Co., Nitro, W. 
Va. N. Y. C. Kelley Island Lime & Transport Co., Martin, 
Ohio. N. Y. C. 

Nov. 2.—American Sheet & Tin Plate Co. (Scottdale & Old 
Meadow Works), Scottdale, Pa. B. & O.; P. R. R. American 
Sheet & Tin Plate Co., Vandergrift, Pa. P. R. R. American 
Sheet & Tin Plate Co., Wellsville, Ohio. P. R. R. American 
Sheet & Tin Plate Co., Farrell, Pa. P. R. R.; N. Y. C.; Erie; 
P. & L. E. American Sheet & Tin Plate Co. (Shenango Works), 
New Castle, Pa. P. R. R.; P. & L. E.; Erie; B. & O. American 
Sheet & Tin Plate Co., Canton, Ohio. W. & L. E. American 
Sheet & Tin Plate Co., Monessen, Pa. P. & L. E. Page Steel 
& Wire Co., Monessen, Pa. P. & L. E. Republic Steel Corp., 
all plants at Pittsburgh, Youngstown, Massillon and Canton, 
Ohio. Address: 335 Market St., Youngstown, Ohio. P. R. R.; 
B. & O.; Erie; W. & L. E. 

Nov. 3.—American Bridge Co., Pittsburgh, Pa. P. R. R. 
American Bridge Co., Toledo, Ohio. W. & L. E.; P. R. R.; N. Y. 
C. American Bridge Co., Ambridge, Pa. P.R.R. American Bridge 
Co., Elmira, Heights, N. Y. D. L. & W.; Erie; L. V.; P.R.R. Amer- 
ican Bridge Co., Manayunk, Pa. Reading; P. R. R. American 
Bridge Co., Pencoyd, Pa. Reading. American Bridge Co., Trenton, 
N. J. P. R. R. American Bridge Co., Canton, Ohio. W. & L. E. 
National Malleable & Steel Castings Co., Sharon, Pa. Erie; 
wT, Me, Mace. Wes. Ss Ges, Se ee 4, P 

Nov. 4.—Sharon Steep Hoop Co., Sharon, Pa. Erie; P. R. 
R.; N. Y. C.; P. & L. E. Sharon Steel Hoop Co., Youngstown, 
Ohio. Erie; B. & O. Sharon Steel Hoop Co., Bentley, Pa. P. 
& L. E. Mesta Machine Co., W. Homestead, Pa. Address: 
Homestead, Pa. B. & O.; P. & L. E. Pittsburgh Steel Foundry, 
Glassport, Pa. P. & L. E. Shenango Furnace Co., Sharpsville, 
Pa. Erie. Youngstown Ice Co., Youngstown, Ohio. Address: 
27 East Rayen Ave. Erie. Goodrich Tire & Rubber Co., Akron, 
Ohio. Erie. Truscon Steel Co., Youngstown, Ohio. Address: 
1315 Albert St. Erie. Fitzsimmons Co., Youngstown, Ohio. 
Address: 1623 Wilson Ave. Erie. 

Nov. 5.—Wilkoff Company, Youngstown, Ohio. Address: 
1609 Wilson Ave. Erie; B. & O. Union Wholesale Lumber Co., 
Youngstown, Ohio. Address: 1571 Cherry. Erie; B. & O. 
Ayer-Lord Tie Plant, Carbondale, Ill. I. C. 

Nov. 7.—Carnegie Steel Co., McDonald Mill (Youngstown 
& Northern R. R.), Youngstown, Ohio. B. & O.; P. & L. E.; 
N. Y. C€.; Erie. Carnegie Steel Co., plants at Youngstown 
other than McDonald Mill. B. & O.; P. R. R.; P. & L. E.; Erie. 
Carnegie Steel Co. (Lucy Furnace), Pittsburgh, Pa. P. R. R. 
Carnegie Steel Co. (Upper Union Mills), Pittsburgh, Pa. P. R. 
R. Carnegie Steel Co. (Isabella Furnace), Sharpsburg, Pa. 
P.R.R.; P.& L. E.; B. & O.; B. R. & P. (B. & O.). Carnegie 
Steel Co. (Schoen Plant), McKees Rocks, Pa. P. & L. E.; P. 
& W. V. Carnegie Steel Co.,, Waverly, N. J. P. R. R. Car- 
negie Steel Co., Mingo Junction, Ohio. W. & L. E.; P. R. R. 
Carnegie Steel Co. (Shipley Furnace), Etna, Pa. B. & O. 
Carnegie Steel Co. (Homestead Works), Munhall, Pa. Union 
R. R. Carnegie Steel Co., New Castle, Pa. P. & L. E. Car- 
negie Steel Co., Farrell, Pa. P. & L. E.; P. R. R.; N.Y. C.; 
Erie. American Steel & Wire Co., Farrell, Pa. P. & L. E.; 
PR... Ni Y. C.: Bria ; 

Nov. 8.—Oliver Iron & Steel Co., Pittsburgh, Pa. P. & W. 
V.; B. & O.; P. R.R.; P. & L. E. Pittsburgh Steel Co., Mones- 
sen, Pa. P. & W. V.; P. & L. E. American Shipbuilding Co., 
Lorain, Ohio. N. Y. C. & St. L. Mennel Milling Co., Fostoria, 


Ohio. N. Y. C. & St. L.; B. & O. Marting Iron & Steel Co., 
Ironton, Ohio. N. & W. 


Pulaski Iron Co., Pulaski, Va. N. & 
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W. United States Pipe & Foundry Co., Addyston (Cincinnati), 
O. B. & O.; Big Four (N. Y. C.). United States Pipe & Foun. 
dry Co., Scottdale, Pa. P. R. R.; B. & O. 

Nov. 9.—Wheeling Steel Corp., Benwood, W. Va. W. & L. 
E.; P. R. R.; B. & O. Wheeling Steel Corp., Martins Ferry, 
Ohio. W. & L. E.; P. R. R.; B. & O. Wheeling Steel Corp. 
(Top Furnace and Belmont Furnace), Wheeling, W. Va. B. & 
O.; P. R. R.; W. & L. E. Wheeling Steel Corp., plants at 
Wheeling, Steubenville, Portsmouth, Yorkville, etc., other than 
specified above under Nos. 218, 219 and 220. P. R. R.; W. & 
L. E.; N. & W. Westinghouse Electric & Manufacturing Co., 
Linhart, Pa. Union R. R. American Steel & Iron Co., Rankin, 
Pa. Union R. R. Duquesne Slag Products Co., Highland, Pa. 
Address: Duquesne Slag Products Co., Diamond Bldg., Pitts- 
burg, Pa. B. & O. Duquesne Slay Products Co., Mifflin Junc- 
tion, and Reisher Mine Siding, Pa. Address: Duquesne Slag 
Products Co., Diamond Bldg., Pittsburgh, Pa. Union R. R. 

Nov. 10.—Erie City Iron Works, Erie, Pa. B. & L. E.; P. 
R. R.; N. Y. C. & St. L.; N. ¥. C. Butler Iron & Steal Co., 
Butler, Pa. B. & L. E. Cooper-Bessemer Co., Grove City, Pa. 
B. & L. E. Cooper-Bessemer Corp., Mt. Vernon, Ohio. B. & O. 
American Rolling Mills Co., Butler, Pa. B. & L. E. American 
Rolling Mills Co., Zanesville, Ohio. W. & L. E. American 
Rolling Mill Co., Ashland, Ky. C. & O. Buckeye Steel Cast- 
ings Co., Columbus, Ohio. P. R. R.; B. & O.; N. & W.; Big 
Four (N. Y. C.). Buckeye Steel Castings Co., S. Columbus, Ohio. 
C. & O. Jeffrey Manufacturing -Co., Columbus, Ohio. B. & O.; 
N. & W.; CC. & 0. FP. B.2; MN. Y..C.s Bie Four (XK. ¥.. C.). 
Glamorand Pipe & Foundry Co., Lynchburg, Va. C. & O. 
Lynchburg Foundry Co., Lynchburg, Va. C. & O. 


Chicago Hearing 


The reopened hearing in ex parte 104, part 2, terminal serv- 
ices, which began at Chicago before Director Bartel, September 
20, was adjourned September 30, to reopen in Detroit October 5. 
Eugene Morris, chairman of Central Freight Association, and 
E. B. Boyd, chairman of the Western Trunk Line Committee, 
presented formal statements covering the creation and history 
of terminal allowance committees in the two territories and pro- 
cedure in connection with an application for an allowance to 
an industry. Each was questioned in detail concerning indi- 
vidual allowances and other matters. In addition, Glen F. 
Vivian, a member of the accounting section of the terminal 
allowance committee of the Western Trunk Line Committee, 
was questioned. 

In response to questioning, Mr. Boyd said the major pur- 
pose of the terminal allowance committee was to provide for 
uniformity of action in the making of allowances and to avoid 
discrimination for inequalities between industries. Numerous 
questions were directed to the witnesses in an effort to develop 
the controlling principles guiding the committee in dealing with 
requests for allowances. Among other things, Mr. Boyd said 
the interest of the carriers was taken into consideration in the 
making of allowances, and that the right of individual lines to 
take action was preserved. However, he said, instances in 
which individual lines failed to abide by the recommendations 
of the committee were rare. 

In connection with questioning of Mr. Vivian, Director 
Bartel referred to an allowance which he said the Missouri- 
Kansas-Texas had made to a cement company. The Santa Fe, 
which also served the plant of the company, he said, had not 
known of the allowance for more than a year after it had been 
in effect, it being in the nature of an operating agreement and 
not published in tariff form. 


Prior to adjournment of the hearing, John Burchmore, rep- 
resenting the National Industrial Traffic League, reiterated the 
position of the shippers’ organization, saying that the inquiry 
was unwarranted and that its continuation was desired by 
neither shippers nor the railroads. 


N. I. T. L. Circular 


In a circular issued by the National Industrial Traffic 
League, the assertion is made that the hearings “have gone 
beyond the informal announcements as to the restricted scope 
of this hearing and many of the League members who have 
been in attendance have expressed the opinion that the Com- 
mission is apparently considering a ruling that would restrict 
the carriers’ obligation in the placement of cars under the line- 
haul rates at points beyond the so-called interchange with the 
industry tracks.” 

The circular is signed by George A. Blair, chairman of a 
special committee. It reproduces three exhibits introduced, the 
last day of the Chicago hearing, in connection with examination 
of Chairman E. B. Boyd, of the Western Trunk Line Commit- 
tee, and Chairman Eugene Morris, of Central Freight Associa- 
tion,’ which related to the agitation of ten years ago by the 
carriers for the establishment of a spotting charge at all indus- 
tries having private side tracks, for any service performed be- 
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yond the mere shunting of the car from the carriers’ running 
tracks.” 

It is pointed out in the circular that the Commission repre- 
sentatives questioned many witnesses as to a proper definition 
of a simple switching movement at industries and as to what 
might be considered the equivalent of public team track delivery 
services. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9630, authorizing the Gulf, Mobile 
& Northern Railroad Co. to pledge not exceeding $684,000 of first- 
mortgage gold bonds, series C, with the Railroad Credit Corporation 
as collateral security for a loan, approved. 

Report and certificate in F. D. No. 9576, authorizing the Pacific 
Coast R. R. Co. to acquire and operate the railroad properties of the 
Pacific Coast Railroad Co. in King county, Wash., approved. 

Supplemental report and order in F. D. No. 8813, Norfolk & 
Western Railway Co. abandonment, assigning effective date to cer- 
tificate of public convenience and necessity issued a this proceeding 
under date of July 18, 1932, previous report 187 I. C. 66, approved. 

Report and order in F. D. No. 9596,  eaacialin the Columbus 
and Greenville Railway Co. to issue not exceeding $60,000 face amount, 
of first lien 6 per cent rolling stock trust notes, which are to be 
pledged with the Reconstruction Finance Corporation as collateral 
security for a loan, approved. 

Report and order in F. D. No. 9564, authorizing the Tuskegee 
R. R. Co. to assume obligation and liability in respect of $17,683.06 
of a note of W. G. Mitchell in the face amount of $114,000, now held 
by the Western Railway of Alabama, approved. 

Report and order in F. D. No. 9625, authorizing the Chicago, 
Indianapolis & Louisville Railway Co. to issue not exceeding $750,- 
000 of promissory notes and to pledge as collateral security there- 
for not exceeding $233,000 of 5 per cent series A, and $2,255,000 of 
6 per cent series B, first and general mortagage bonds; said notes to 
be used in the payment of or exchange for a maturing note, approved. 


FINANCE APPLICATIONS 


Finance No. 9672. W. H. Bremner, receiver of the Minneapolis 
& St. Louis Railroad Co., asks authority to issue $615,000 of receiver’s 
certificates of indebtedness in renewal of an obligation for like amount 
now outstanding. 

Finance No. 9666. Arkansas Valley Interurban Railway Co. asks 
authority to abandon operation over leased lines in Hutchinson, Kan., 
belonging to Hutchinson Interurban Railway Co. 

Finance No. 9667. New York, New Haven & Hartford Railroad 
Co. asks authority to abandon that part of its line between a point 
in Dedham to a point in Westwood, Norfolk county, Mass., approxi- 


mately 1.4 miles. 
Finance No. 9669. Denver & Rio Grande Western Railroad Co. 


asks authority to operate over the line of the Denver & Salt Lake 
Railway Co. between Utah Junction and Orestod, Colo., and over 
the proposed line of the D. & S. L. W. between Orestod and Dotsero, 
Colo. The authority sought is to enable applicant to proceed under 
the Dotsero cut- ieee. construction plan approved by the Commission 


in Finance No. 45 
Pittsburgh & West Virginia Railway Co. asks 


Finance No. 9661. 
authority to pledge with Railroad Credit Corporation, as security for 


applicant’s notes , and to be issued, not exceeding an aggregate 
of $637, 395, applicant’s equity in $1,788, 000 principal amount of appli- 
cant’s first mortgage 4% per cent gold bonds series D, of 1960, 
$7,446,000, principal amount of applicant’s general ey 6 per cent 
gold bonds of 1952, and, if, as and when pledged with the Reconstruc- 
tion Finance Corporation under subsequent authority of this Commis- 
sion, $434,000, of principal amount of said general mortgage 6 per cent 
gold. bonds. 

Finance No. 9662. Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. asks authority to abandon and remove 11.91 miles of railway 
known as the Rexton branch in Mackinac and Luce counties, Mich., 
extending from Rexton to Hendricks Quarry. 


COMMISSIONER FOR WESTERN LINES 


Contrary to reports in newspapers this week, the position 
of commissioner of the western railroad lines has been ten- 
dered to no one as yet. A committee headed by Carl R. Gray, 
president of the Union Pacific, is considering the creation of 
such an office, with duties intended to reduce wasteful competi- 
tion. It had been reported in newspapers that the position had 
been offered to Mr. Gray and that, if he accepted, he would 
resign his connection with the Union Pacific. 

Following a meeting in the office of H. H. Scandrett, presi- 
dent of the Milwaukee, October 7, attended by Mr. Scandrett, 
Mr. Gray and L. W. Baldwin, president of the Missouri Pacific, 
Mr. Scandrett said the position of commissioner had been ten- 
dered to no one and that he did not know when, the commit- 
tee would take action. He said he hoped it would not be long, 
but that there were a number of men under consideration and, 
of course, should one be selected, it was not known that he 
would accept. 


CAR SURPLUS REPORT 


Recent increased carloadings are reflected in a reduction in 
the number of surplus cars, the average daily surplus for the 
period Sept 1-14, inclusive, having been 654,851 as compared 
with, 708,031 cars in the preceding period, according to the car 
service division of the American Railway Association. The 
surplus was made up as follows: 


Box, 286,346; ventilated box, 2,048; auto and furniture, 56,274; 
total box, 344, 668; flat, 23,906; gondola, 137,108; hopper, 104,593; total 
coal, 241, 701; ‘coke, 1,472; s. D. stock, 23,153 D. D. stock, 3,636; re- 
frigerator, 14,204; tank, 378; miscellaneous, 1,733. 


Canadian roads reported a surplus of 32,895 cars, made up 
of 28,150 box, 2,050 auto and furniture, 970 flat, 200 gondola, 
200 S. D. stock, 700 refrigerator and 625 miscellaneous cars. 
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Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National 5 A 


published by West § ay Co., St. Paul, Minn. Co 
2, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Privilege of 
limiting liability is granted owner of offending vessel on condi- 
tion that he surrender value of interest in vessel and freight 
then pending (46 USCA, Sec. 183). (In re W. E. Hedger Co., 
Inc., 59 Fed. Rep. (2nd) 982.) 

Petitioner in limitation proceeding has burden of proving 
compliance with conditions entitling him to limit liability (46 
USCA, Sec. 183).—Ibid. 

‘Petitioner in limitation proceeding must show value of in- 
terest in vessel and her pending freight (46 USCA, Sec. 183). 
—Ibid. 

Sum collected as freight by tug owner without interest in 
cargo carrying barges necessarily measures interest in freight 
as respects limitation of liability, in absence of showing that 
others are entitled to share in freight (46 USCA, Sec. 183).— 
Ibid. 

Evidence in proceedings for limitation of liability held not 
to justify finding that tug owner’s interest in freight collected 
was less than full amount thereof (46 USCA, Sec. 183).—Ibid. 

Freight to be surrendered by tug in proceeding to limit 
liability was gross freight earned without deduction of expenses 
of completing voyage after accident (46 USCA, Sec. 183).—Ibid. 





(Circuit Court of Appeals, Second Circuit.) On shipowner’s 
petition for limitation of liability, court must treat as res judi- 
cata facts found by court rendering decree establishing liability 
and their sufficiency to support liability (Suits in Admiralty 
Act (46 USCA, Secs. 741-752)). (United States vs. Eastern 
Transp. Co. et al., 59 Fed. Rep. (2nd) 984.) 

To learn court’s decisions in suit for damages from failure 
to mark wreck, on appeal from decree denying limitation of 
liability, court may look to their opinions (33 USCA, Sec. 409; 
Suits in Admiralty Act (46 USCA, Secs. 741-752) ).—Ibid. 

Petitioner for limitation of liability for damages from fail- 
ure to mark wreck has burden of proving that liability arose 
from neglects not personal (33 USCA, Sec. 409; Suits in Ad- 
miralty Act (46 USCA, Secs. 741-752) ).—Ibid. 

United States held not entitled to limitation of liability for 
failure to mark wreck which lighthouse service failed to find 
before collisions therewith only four days after receiving in- 
formation as to collisions at different places (83 USCA, Sec. 409; 
Suits in Admiralty Act (46 USCA, Secs. 741-752) ).—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests : Battonel Reporter System, 
published by —_— Publishing Con St. Paul, Minn. Copyright, 
932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Party presenting no 
written point for binding instructions was in no position to 
move for judgment non obstante veredicto. (Pennsylvania R. 
Co. vs. Osborn, 161 Atl. Rep. 756.) 

Superior Court is not, on appeal from court of common 
pleas, concerned with facts averred in affidavit of defense but not 
proved on trial.—Ibid. 

Duly filed tariff of carrier must be charged by it and paid 
by passenger without deviation therefrom (49 USCA, Secs. 1 
(la, 2, 5, 7), 2, 3 (3), 4, 6 (7), and Sec. 10 et seq.).—Ibid. 

In railroad’s action to recover amount of undercharge for 
railroad tickets, passenger using ticket held liable regardless of 
purchaser’s liability (49 USCA, Secs. 1 (la, 2, 5, 7), 2,3 (3), 
4, 6 (7), and Sec. 10 et seq.).—Ibid. 

In railroad’s action to recover undercharge on tickets used 
by defendant and his wife and daughter traveling with him, 
wife’s and daughter’s liabilities on their respective tickets at- 
tached to defendant (49 USCA, Secs. 1 (1a, 2, 5, 7), 2, 3 (8), 
4, 6 (7), and Sec. 10 et seq.; 18 PS, Secs. 1874, 1875; 67 PS, Secs. 
701-705, 705 note).—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Lease of rail- 
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road property held not to reserve to lessor right to share in 
profits earned by lessee from demised property not strictly de- 
voted to railroad purposes (Laws N. Y. 1872, c. 702). (Phoenix 
Ins. Co. of Hartford et al. vs. New York & Harlem R. Co. et al., 
59 Fed. Rep. (2nd) 962). 

Railroad held authorized to lease property not actually or 
potentially in use for railroad purposes, as well as property so 
used (Laws N. Y. 1839, c. 218 (now Railroad Law N. Y., Sec. 
148) ).—Ibid. 

Railroad has power to lease or otherwise dispose of prop- 
erty not presently required in performance of its duty to public. 
—Ibid. 

Legislative sanction held unnecessary to authorize railroad’s 
leases of property which it had discontinued using for railroad 
purposes (General Railroad Law, N. Y. 1850, c. 140).—Ibid. 

Where lessor cannot show use inconsistent ‘with terms of 
lease, equity will not interfere to limit lessee’s right of full 
enjoyment.—Ibid. 

Lessee railroad’s exchanges of portions of leased property 
for property belonging to city in connection with terminal sta- 
tion street improvement held not invalid (Laws N. Y. 1903, c. 
425, as amended by Laws 1910, c. 555, and Laws 1923, c. 766). 
—Ibid. 





(Court of Appeals of New York.) Corporation and one hired 
to carry persons between its land and railroad station operated 
“bus line or motor vehicle line or route.” (Transportation Cor- 
porations Law (Consol. Laws, c. 63), Sec. 66.) (De Matteis vs. 
McGolrick Realty Co., Inc., et al., 182 N. E. Rep. 80.) 





(District Court of Appeals, Fourth District, California.) 
Evidence justified finding that private carrier did not use ordi- 
nary care to prevent shipment becoming rain-damaged. (W. C. 
Cook & Co., Inc., vs. White Truck & Transfer Co., 13 Pac. Rep. 
(2nd) 549.) 

It was private carrier’s duty to use “ordinary care” to pre- 
vent damage to merchandise shipped (Civ. Code, Sec. 2114). 

“Ordinary care” is such care as would be used by person of 
ordinary prudence under same or similar circumstances.—Ibid. 

What facts are necessary to prove use of, or lack of, ordinary 
care, is usually fact question for trier of facts. 

If different conclusion on the subject of negligence can be 
rationally drawn from the evidence, it is a question of fact; 
but, if. only one conclusion can reasonably be drawn from the 
evidence, it is a question of law.—Ibid. 

Private carrier failing to object to evidence respecting dam- 
ages to shipment and to method of measuring damages accepted 
it as competent and that correct rule was being followed.—Ibid. 

If plaintiff was entitled to recover, that he sought damages 
according to wrong measure would not preclude awarding dam- 
ages to which he was entitled according to their true measure. 
—Ibid. 


Evidence held to authorize damages for private carrier’s 
negligence in permitting shipment to become rain-damaged.— 
Ibid. 

Damages allowable for permitting shipment to become rain- 
damaged was difference between market values of shipment in 
good condition and of deteriorated product at destination.—Ibid. 

Party who in minimizing damages from another’s breach 
of contract incurs additional expenses in good faith may recover 
such expenses as item of damages.—lIbid. 

Private carrier held liable for costs of reconditioning figs 
and fig paste damaged through its negligence and for freight 
to shipper’s plant for reconditioning and returning merchandise 
to destination.—Ibid. 

Motion for nonsuit should be denied if there is any evidence 
tending to sustain action. 

The motion for nonsuit admits the truth of plaintiff’s evi- 
dence, and every inference of fact that can be reasonably drawn 
therefrom, and on such motion, evidence should be interpreted 
most strongly against defendant, and any evidence in conflict 
with that favorable to plaintiff may be disregarded.—Ibid. 

Shipper’s employe familiar with proper condition and value 
of shipper’s products held qualified to testify to damage caused 
to, shipment by rain.—TIbid. 

Overruling objection to question whether shipper was dam- 
aged because merchandise was rain-soaked held not to authorize 
competency or relevancy of subsequent questions relating to 
damages to be raised for first time on appeal.—Ibid. 

Reviewing court cannot disturb judgment, unless on no 
hypothesis is there sufficient substantial evidence to support it. 





(Supreme Court of Florida, Division B.) Constitutional and 
statutory provisions as to Legislature’s power over common car- 
riers contemplate regulations adequate to conserve public wel- 
fare and not denying due process or equal protection nor en- 
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croaching on federal authority (Const., art. 16, Sec. 30). (Atlan. 
tic Coast Line R. Co. vs. State, 143 So. Rep. 255.) 

State railroad commissioners are statutory officers having 
only administrative regulatory authority conferred and ex. 
pressly or impliedly limited by statutes.—Ibid. 

Every legislative enactment must accord with commands 
and limitations in federal and state Constitution.—Ibid. 

State railroad commissioners, in exerting statutory au- 
thority, may exercise reasonable administrative discretion within 
limitation expressly or impliedly defined by organic or statutory 
law to effectuate intent of law under varying conditions.—Ibid. 

Administrative officers’ statutory authority must be exerted 
according to controlling legal provisions and principles and 
every exercise thereof must be reasonable and appropriate in 
method and extent of application.—Ibid. 

State railroad commissioners’ rules cannot add to or vary 
nature or extent of their authority, which must be conferred 
by duly enacted statute having force of law pursuant to com- 
mands and limitations of organic law (Const., art. 16, Sec. 30). 
—Ibid. ; 

State railroad commission may regulate intrastate passenger 
transportation on interstate trains ‘when not interfering with 
federal authority, but cannot enforce continued operation of 
interstate passenger train carrying intrastate passengers.—Ibid. 

State railroad commission may require application to it 
for permission to discontinue intrastate passenger service by in- 
terstate passenger train discontinued under federal authority, 
in absence of federal regulation.—lIbid. 

State railroad commission may require reasonable intrastate 
passenger service by carrier discontinuing interstate train sup- 
plying such service, in absence of conflicting federal regulations, 
by requiring proper intrastate train facilities——Ibid. 

State railroad commissioners may require reasonable notice 
of discontinuance of intrastate passenger service being rendered 
by interstate train without materially burdening interstate com- 
merce or conflicting with federal regulations. 


State railroad commission cannot require continued opera- 
tion of interstate trains supplying intrastate passenger service, 
though by suggestion or permission of state authority.—Ibid. 

Injunction order, restraining discontinuance of interstate 
train, as well as restraining discontinuance of intrastate passen- 
ger service rendered thereby and requiring carrier to supply such 
service by appropriate train facilities, held erroneous (Comp. 
Gen. Laws 1927, Sec. 6747) .—Ibid. 


WAGE CUT ACTION DEFERRED 


The Traffic World New York Bureau 


Following submission of a report by the committee appointed 
to handle the question of wages the presidents of the leading 
railroads, at a meeting October 5, decided to defer action in 
serving notices on union employes for a 20 per cent cut from 
the basic wage scale. The matter was sent back to the com- 
mittee of nine authorized to negotiate with the labor organiza- 
tions. 

A statement issued after the meeting through E. J. McClees, 
chairman of the Bureau of Information of Eastern Railways, 
said: 


At the meeting this morning the conference committee of man- 
agers reported to the railway presidents on the progress of wage 
negotiations to date. After full discussion the matter was left with 
the committee to negotiate further with the Railway Labor Execu- 
tives’ Association. 





In announcing that he was supporting Franklin D. Roose- 
velt for president, A. F. Whitney, president of the Brotherhood 
of Railroad Trainmen, with which Secretary of Labor Doak 
was prominently identified for a number of years, referred to 
the position taken by President Hoover on the proposal of the 
railroads further to reduce railroad wages. 

Mr. Whitney said President Hoover’s recent request of 
railroad presidents to defer wage reduction agitation until the 
first of the year “shows he is interested in forestalling wage 
reduction only on a temporary basis.” He said that, in 1929, 
when President Hoover asked for and received labor’s coop- 
eration, he advised the country that business leaders had given 
their pledge not to lower wages or reduce forces. In his ac- 
ceptance speech in August this year, he said, the President 
said he asked industrial leaders in 1929 merely to uphold wages 
until the cost of living was adjusted. Mr. Whitney said this 
was a serious discrepancy. 

The Whitney statement was made in connection with an 
announcement that he had accepted membership on the na- 
tional committee of the National Progressive League, of which 
Senator Norris, of: Nebraska, is chairman, and Donald R. Rich- 
berg, general counsel of the Railway Labor Executives’ Asso- 
ciation, executive chairman. 
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“SAVE THE RAILROADS” 


The Trafic World Washington Bureau 


The American Short Line Railroad Association has made 
public a special report of the executive board to the members 
of the association and to owners and Officials of all short and 
weak railroads “relating to the very serious danger of the gov- 
ernment having to take possession of some of the railroads, 
leaving others to be scrapped, and the appalling losses that 
will almost certainly result.” 

“We call upon our members, all short and weak non-mem- 
bers, the larger roads, and upon the great public to cooperate in 
a concerted effort to save the railroads,” says the report. 

Asserting that relief must come from the government, the 


report says: 


The railroads do not want contributions or support out of the 
treasuries of the government. What they do want, and must have, 
is a complete change of the present unfair and restrictive policy 
and control now being imposed upon them. It is imperative that 
the government release, and that soon, the ‘stranglehold’ it has 
upon the roads, and permit them to conduct the transportation busi- 
ness of the public in a way that is fair to both. 

It will be almost impossible to accomplish that necessary object 
under existing laws and regulations. In view of that fact we believe 
Congress should enact a new and comprehensive law with respect 
to transportation, not only by railroads, but all of the other agencies 
engaged in that business. That law should provide for fair and 
reasonable regulation for all kinds of transportation facilities, and 
should make impossible a continuance of the present hostile attitude 
towards the railroads. It should, in fact, make the present declared 
policy of Congress “‘to foster and preserve in full vigor both rail 
and water transportation” the real policy to be enforced. 

It follows, in our opinion, that the true interest of the public, and 
all engaged in the transportation business, requires a change of 
the present restrictive policy and regulation in the great majority, 
if not all, of the states, and that new laws therein should be enacted 
and enforced. . 

In additon to a change of policy and regulations, the government 
must, if the real public interest is to be promoted and protected, 
cease to subsidze motor vehicles engaged in commercial transportation 
for hire, and withdraw from the barge business on waterways now 
being conducted at the expense of the taxpayers. In other words, 
the new policy must be to place all engaged in the transportation 
business on a fair and honest competitve basis, and thereby give each 
kind, and the public, fair and equal treatment. 


The report directs attention to the fact that at a meeting 
of the executive board in Chicago August 13, 1932, Bird M. 
Robinson, president of the association, discussed “the imminent 
and rapidly increasing danger of government ownership of rail- 
roads, and expressed the very definite opinion that that danger 
constitutes the paramount problem now confronting their 


owners.” 

“We recognize that danger and agree that it constitutes a 
grave menace confronting the railroads and their owners,” says 
the board, adding that with a view of emphasizing that impor- 
tant fact, it presented the matter set forth in the report for 


careful consideration. 
Under the heading, “A Great Emergency,” the report says: 


Conditions surrounding the railroads are deplorable, if not intoler- 
able; hence their owners are confronted with a great emergency. 
Disaster looms ahead for all roads, strong and weak, long and short, 
and if relief is not soon obtained the losses to their uwners will be 
enormous, 

With a view to impressing upon the owners the great danger that 

confronts them, we call attention to certain well known facts, point 
out the inevitable results, and follow with a discussion of the causes 
of the present desperate condition, and suggestions for obtaining 
relief. 
During the last few years the owners of the railroads have been 
deprived, at an alarmingly increasing rate, of their constitutional 
and legal right to control and operate their properties, as the result 
of government assumption of such rights, through regulation, restric- 
tive and otherwise. 

The revenues of a large majority of the roads are less than their 
operating expenses, which now have been reduced to a minimum, A 
limited number are earning some part of their fixed charges; a much 
smaller number are still earning their fixed charges; but few, if 
any, are earning enough to pay their owners any return upon their 
investment. 

The result of that distressing condition is that the roads that do 
not earn their expenses and/or their fixed charges are constantly 
increasing their obligations; and it is apparent that roads that have 
maturing bond or other obligations must pay or renew, or default and 
go into receivership. 

As to the maturing obligations, the fact that the credit of most 
pee has been utterly destroyed presents an almost insurmountable 
problem. 


The report, in part, continues as follows: 


Maturing Obligations 

The Interstate Commerce Commission states in its findings in 
Ex Parte No. 103—The Fifteen Per Cent Case, 1931, that the matur- 
ing obligations of Class I roads were as follows: 


Equipment 
Year Bonds Obligations 
Ss ee $ 70,299,513 $110,782,506 
are rr ete 187,697,740 107,484,752 
Sac a gh xcaiyans ated ate rene 265,945,749 104,658,536 
Se rer 105,585,066 101,714,545 





$629,528,068 $424,640,339 
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Class I roads must pay in the four listed years $1,054,168,407, 
and Class II and Class III roads must pay a substantial additional 
amount, but the funds with which to meet the aggregate maturing 
obligations are not now obtainable. 

The great problem is: How can the owners of the roads either 
pay or renew such enormous obligations? 

The great decrease of earnings makes it plain that there is little 
or no hope of paying even a small part of them out of current 
earnings. 

There is little or no prospect of the sale of stock for the reason 
that, under the law, such securities cannot be issued and sold for 
less than par. The present market value of the stocks of the strong- 
est roads is below par, and that of the stocks of the very great 
majority alarmingly so. 

The prospect of the issue and sale of bonds or other obligations 
with which to meet maturities is far from promising; in fact, it is 
most discouraging. The market value of bonds of the sirongest 
roads is substantially below par, and that of other roads is far below. 

Permission to issue such securities must be obtained from the 
Interstate Commerce Commission, and it consistently forbids their 
sale below a rather nominal discount. 

Over and above all that, there is another obstacle which can 
be cured in time, but only by a full restoration of the earning power 
of the roads. Colleges, hospitals, savings banks, insurance com- 
panies, trust companies and trust estates, have in the past constituted 
the principal market for railroad obligations, The law in most, if 
not all, of the states where such large institutions are located, pro- 
hibits them from investing in the securities of a railroad that has 
failed to earn a specified minimum net income during certain previous 
years. During the last two years very few of the roads have earned 
the amount required to continue their securities as a legal invest- 
ment. This failure to earn has legally closed that great market for 
the sale of railroad securities. 

The attitude of the banks (which are usually mere distributors) 
generally reflects that of the investing public; the latter is now most 
discouraging, as shown by the failure or refusal of investors to buy 
the best of that kind of securities even at the present low prices. 


Increase of Investment 


The government returned the railroads to their owners in 1920 
in a greatly impaired condition, and with a very substantial increase 
in their financial obligations. Responding to the demands of the 
public for increased transportation facilities, the owners have since 
that period expanded, extended and improved their properties, in- 
creased their equipment and motive-power, and for that purpose have 
increased their capital, bonded indebtedness, and other obligations to 
the extent of approximately five and one-half billion dollars. They 
are now confronted with a great depletion of their earnings, and 
their credit has been destroyed, their securities are selling consid- 
erably under par, and they must meet maturing obligations within 
a comparatively short period to the extent of probably a billion, one 
hundred millions of dollars; failure to meet that enormous obliga- 
tion means receivership. 

Aside from the general market, which as heretofore stated, is 
most unpromising, the owners of the railroads have but two definite 
sources from which they can hope to obtain required funds. 

° * * e 

Funds obtained through loans from The Railroad Credit Corpora- 
tion, or from the Reconstruction Finance Corporation, will afford 
temporary relief and ‘“‘postpone the evil day,’’ but will not requidate 
existing obligations; in fact, the real effect is to increase such obliga- 
tions; and to the extent they are obtained from the Reconstruction 
Finance Corporation—which is the government—if they be not repaid 
when due, that will be a step, and a long one, in the process of trans- 
ferring such properties to the government, 

Bankrupt railroads are almost always liquidated through receiv- 
ers, uniformly with losses to their owners. While losses seem to be 
inherent in all bankruptcy proceedings, they are greater with respect 
to railroads than any other kind of business. 


The report discusses valuation and “arbitrary values” fixed 
by the Commission. It reviews the experience of the railroads 
with the government as the result of federal control in the war 


period and adds: 


Judging from the government’s attitude towards the railroads 
in the past, as well as at present, it is practically certain that it 
will, if it takes possession of the railroads, make every effort to 
reduce the value thereof anywhere from eight to fifteen billions of 
dollars less than their present value, the amount being dependent 
upon how strong the government ownership advocates, now in the 
government, may be at that time. In view of that fact, it is appar- 
ent that the owners will have to fight to the last ditch if they obtain 
from the government anything like the real value of their properties. 

Under such circumstances— 

The owners of the best and most valuable roads need not expect 
to obtain anything like the value of their property. 

The owners of the less valuable roads, aggregating probably from 
one-third to one-half of existing mileage, would eventually receive 
only a fraction of the value of their properties; and 

The owners of the remaining roads, including the great majority 
of short lines, would eventually receive but little. 


Under the heading, Regulation—Not All 
Wrong,” the report says: 


It is not pleasant to criticize our government, and we do not do 
so in any captious way. We recognize that some proper and beneficial 
things have been done by the government, by the Interstate Com- 
mere Commission and by a majority of the state commissions, but 
the marked tendency of all of them has been to usurp the rights of 
the owners, and restrict the management of the business until suc- 
cessful operation no longer seems possible. 


Cause for Existing Conditions 


Beyond doubt many things have combined to cause present con- 
ditions. We recognize the fact that the owners and managers of 
the railroads have made mistakes in some instances and in years 
past owners have done things that were wrong, hence they are not 
free of blame. However, most, if not all, of the things that really 
were wrong and a large proportion of the mistakes of the managers 
have been corrected, and the remainder of such mistakes are being, 
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and no doubt will be, cured, In any event the effect of such wrongs 
and mistakes is small, very small, as compared with the injury done 
the railroads through governmental .action by way of excessive 
regulations, direct and indirect subsidized competition and taxation. 

It is now apparent that the Commission—as result of the addi- 
tional powers conferred by Congress and those assumed by it—has 
lost sight, to a large extent, of its contemplated impartial attitude, 
and has become a ardian of the public, without realizing that the 
prime interest of industry and commerce, upon which the public 
depends for a livelihood, is an adequate and economical transporta- 
tion system. It has not only dictated the policies to be pursued but 
has restricted their income, by limiting rates and regulating their 
procedure to the extent of precipitating, above all other things, the 
present paralyzed condition of the roads. Regulation, properly ad- 
ministered, is, no doubt, beneficial. But, regulation which prohibits 
meeting competition is destructive. 


The report also deals with the recapture situation and 
urges repeal of the recapture provisions. Continuing, it says: 


The present deprgssion in business has, of course, greatly de- 
creased the volume of traffic moved and the revenue of the roads, 
and it has at the same time brought into clear view that the exist- 
ing rigid and arbitrary control by governments, if continued, will 
effectively prevent successful operation by the owners, even when 
the volume of traffic moving returns to what may be termed normal. 

We confidently expect that the business of the country will 
improve; that the volume of traffic will increase and that the rail- 
roads will move a large part thereof; that their income will be 
greater, all of which will be helpful and gratifying, but without sub- 
stantial and material changes in the laws and regulations governing 
the roads, the possible benefits that follow any increase of traffic 
and income will be both temporary and inadequate. 


“In conclusion the report says: 


The association has been very active in all efforts to promote 
and protect the short and weak roads, and at the same time has 
— Mg it could to meet and overcome things that adversely affect 
all roads. 

In view of the fact that if it was authorized to represent only 
its members, and other weak and short roads, which in the aggre- 
gate composed only a comparatively small portion of all the great 
mileage in the country, it has not attempted to lead in the larger 
problems. 

The association has unusual political strength and influence, and 
we have determined that conditions not only justify but require it 
to proceed aggressively to obtain a complete change in the policy 
and attitude of the government with respect to the railroads, and 
that it co-operate with all other roads and interested parties or or- 
ganizations in efforts to accomplish that end, or proceed alone 
or independently if that is necessary. 

We know, of course, that the very small amount of funds avail- 
able for conducting the work of the association has heretofore pre- 
vented it from making its full strength and influence effective, and 
we realize that the decrease in available funds will enforce a further 
handicap, but regardless of that fact, every possible effort must be 
made, and every source of strength must be utilized. 

The association has in its president a man who is and can be 
a@ source of real strength in the present emergency, and if our 
members and others will give their support or co-operation, great 
good can be accomplished. He has had a very long and extended 
experience in building and operating about eight hundred miles of 
short lines; has had a long and successful experience with respect 
to legislation and regulations affecting railroads, and has a very wide 
acquaintance among the leading owners, managers and others inter- 
ested in railroads, as well as with senators and representatives in 
Congress, and in our opinion he is especially qualified to lead in the 
‘campaign that must be made. 

We have therefore instructed him officially, and requested him 
personally, to proceed forthwith to bring together, or aid in bringing 
together, every possible organization and element interested in the 
railroad problem; first, for the purpose of getting the public to 
understand; and, second, through it and all interested organizations 
to obtain the enactment of new fundamental laws that will enable 
the railroads to continue to serve the public, and be given a real and 
perl ——w to earn and receive an adequate return for their 
services. 


We call upon our members, all short and weak non-members, the 


larger roads, and upon the great public to co-operate in a concerted 
effort to save the railroads. 


The report contains a special section setting forth what 
— be expected if the government took over the railroads, 
and says: 


If there is to be a nationalization of the railroads, what reason 
is there why this program would not be extended to the factories, the 
mills, the farms, etc. It can only lead to a Russianization of our 
government. 

Government ownership is the antithesis of progress and will be 
the destruction of our social progress. 





FRISCO RECEIVERSHIP 


In the United States District Court in St. Louis, Judge 
Faris Oct. 3 permitted the filing of an amended petition for 
receivership for the St. Louis-San Francisco Railway for Charles 
and Dora R. Gans of Baltimore. Counsel for the railroad en- 
tered objection, as the judge had denied the original petition. 

The receivership suit filed by stockholders has not been 
passed on by the court. This amended petition is, in a prac- 
see sense, a renewal of the first suit by holders of prior lien 
onds. 


The petition follows the original in a general way. How- 


ever, this charges that the railroad was dominated by E. M. 
Brown, chairman of the board, Frederick H. Ecker, and Presi- 
dent J. M. Kurn. 

It alleges that the undisputed liabilities of the road are in 
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excess of the assets. Th balance sheet, it avers, gives the 
total of the liabilities as $356,042,943 and the assets as $480, 
654,059, including $452,124,903 investment in road and equipment 
and $11,521,431 in stocks. It declares that the assets do not 
properly amount to more than $345,000,000, and the total of the 
assets is really about $11,000,000 less than the total liabilities, 

The road’s loss up to July 31, this year, is alleged to be 
$5,943,931, and the August loss not less than $600,000. Divi- 
dends amounted to more than $38,000,000 in the period of 1924. 
31, and it alleges that they were paid from assets. 

The petitioners ask for a receiver, an accounting, replace- 
ment of sums said to have been diverted, an injunction against 
the proposed reorganization plan, and that the company be 
declared insolvent. 


NICKEL PLATE RECEIVERSHIP 


Receivership proceedings against the New York, Chicago 
and St. Louis Railroad were instituted in the United States 
District Court, at Chicago, October 3. At the request of attorneys 
representing the road, Judge James H. Wilkerson, before whom 
the petition was filed, the proceeding was continued to October 
7. It was said that the action would be contested by the 
railroad. 

The action was taken on behalf of Samuel Kaplan, of De- 
troit, holder of $3,000 of bonds of the railroad. According to the 
petition, the Nickel Plate defaulted on both principal and interest 
of a $20,000,000 bond issue October 1, and in addition was said 
to have defaulted on gold notes amounting to $1,200,000 and on 
taxes amounting to $18,865. 


Cc. N. S. AND M. RECEIVERSHIP 


The Chicago, North Shore, and Milwaukee, electric line op- 
erating between Chicago and Milwaukee, was placed in receiver- 
ship September 30 by Federal Judge James H. Wilkerson, at 
Chicago. Britton I. Budd, president of the company, and Colonel 
A. A. Sprague, Chicago commissioner of public works, were named 
receivers. The action was taken on a petition of the American 
Brake Shoe and Foundry Company and was not contested. In 
the petition it was stated that current assets were exceeded by 
current liabilities by more than $3,000,000. Control of the com- 
pany is held jointly by the Commonwealth Edison Company and 
the Public Service Company of Northern Illinois, former ‘nsull 
companies. 

In June, the North Shore obtained a loan of $1,150,000 from 
the Reconstruction Finance Corporation, which enabled it to 
meet interest payments at that time. Interest and taxes amount- 
ing to approximately $285,000 would be due October 1, which it 
would not be able to meet, it was said in a statement issued by 
the company. 

“The directors believe that, under the protection of the court, 
the properties can be continued in their high condition of operat- 
ing efficiency,’ said the statement, “and the rights of owners of 
securities preserved and the service maintained for the benefit 
of the public. 


TRUCK EXECUTIVES TO MEET 


The American Truck Association will meet in Washington 
at the Chamber of Commerce of the United States, Nov. 17 
and 18, to consider proposed legislation providing for regula- 
tion of the freight truck carriers, according to an announcement 
by N. W. Guthrie, legislative chairman of the association. 

This will be the first national meeting of the association 
which was organized in August, 1931, and incorporated under 
the laws of Delaware. Lacey McClaskey, of Louisville, Ky., is 
chairman of the association. 


The members of the association, according to Mr. Guthrie, 
favor regulation of truck carriers and the kind of regulation 
they will favor may be determined at the November meeting. 
He said the truck lines were willing to cooperate with their 
competitors in any “reasonable coordination of service.” 

“Our investments are now so great,” said he, “however, 
that destructive legislation cannot be tolerated because it 
would create almost as much chaos in the economic life of the 





country as would be experienced by the wiping out of the rail- 


road investment. 

“This gathering will announce for the first time since large 
scale trucking began its stand on the principal issues of the 
day. Heretofore all issues have been publicly discussed by the 
manufacturers of the vehicles and allied interests.” 

The truck operators represented by the association, said 
he, desired protection against the “fly-by-night” truck opera- 
tor. He said the operators were faced with “desperate com- 
petitive conditions among themselves “and also between them- 
selves and the railroads and waterways of the country.” 

More than one hundred truck operators are expected to 
attend the meeting, according to Mr. Guthrie, 
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Packing and Loading and Rail-Truck Competition 


Variety of Answers to Question as to Whether Railroad Rules Covering Packing and Loading Drive 
Business to Trucks—Threat to Principles Underlying Classification Seen in 
Competitive Situation—A Transportation Paradox 


By HoMER H. SHANNON 


are a product of evolution in as real a sense as a Char- 

acteristic nose is a product of evolution. The statement 
is more than an empty observation, as it serves to call attention 
to development, in contrast to the fixed nature of the thing 
itself. It is reasonable to assume that the current edition of 
either the classification or the nose is only a passing phase or 
representation of something more lasting. It is, perhaps, doubt- 
ful if one is justified in applying principles accepted in the inter- 
pretation of organic or biological facts to the interpretation of 
facts of another kind. Nevertheless, such comparisons are 
frequently suggestive. 

One of the accepted principles of the biologist is that too 
great a degree of specialization in the plant or animal kingdom 
results in extinction. Survival requires adaptability and a capac- 
ity for flexibly meeting changed conditions. The amount of 
type required to print the latest edition of the classification un- 
doubtedly indicates a high degree of refinement in the art rep- 
resented, if not of specialization. On that basis, there might be 
some reason for questioning its survival value, if a straight 
application of biological principles were justified. 

With the advent of the motor truck as a major transporta- 
tion agency, a new factor was introduced that may materially 
affect the evolutionary process responsible for the current clas- 
sification. Just what modifications may result offers an inter- 
esting subject for speculation. 

The question whether the packing rules and loading require- 
ments of the railroads are driving business to trucks in substan- 
tial measure is, in a way, the reverse side of the question as to 
what influence highway transportation will have on development 
of the classification—or, perhaps, the order should be reversed. 
Another approach to the same problem is the question as to 
whether the complicated and detailed rules con- 
tained in the classification covering packing and 
loading requirments represent an inherent dis- 
ability of rail transportation, as contrasted with 
the relative absence of such 
things where the newer 
transportation agency is con- 
cerned. 


Te 758 pages of Consolidated Freight Classification No. 7 


“Only by an increase in size and 
weight does the container which 
we offer for the transportation 
of parcel freight differ from its 
predecessor, the ox-cart ... 
The truck offers a container ad- 
mirably suited in size to the 
transportation of parcels 
and built on modern, 
scientific principles of 
shock absorption.’’— 
John R. Tur- 
ney, vice 
president, St. 
Louis South- 
western. 


It is possible that there may be some direct relation be- 
tween the fact that, as has been pointed out, the Consolidated 
Freight Classification devotes five columns to specifications of 
details of construction for crates to be used in shipping new 
furniture, and the fact that new furniture provides a substan- 
tial source of revenue to highway operators. As a comparatively 
light and bulky commodity, and for other reasons, furniture is 
differentiated from other commodities that normally move in 
volume by truck. 


Importance of the Question 


Opinions of the importance of packing and loading require- 
ments as a consideration influencing a choice between trans- 
portation agencies differ widely. Both carrier and shipper rep- 
resentatives generally hold that they are of less importance 
than other differences in the two services. Nevertheless, the 
problems presented remain troublesome, and are, possibly, of 
even greater significance than some of the other differences 
between the two transportation agencies—differences that actu- 
ally influence more traffic than do those as to the packing and 
loading requirements. That is so, it is believed, because the 
competitive situation resulting from them strikes directly at 
principles under which railroad classification has developed since 
there were such things as railroads. A difference in the rate 
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en efforts of pack- 
ing and _ loading 
specialists? 

































































PAGE 656 





level does not necessarily touch the question of classification 
principles, nor does the matter as to whether one or the other 
agency provides store-door pickup and delivery. The one situa- 
tion can be met or not, as competition requires, without any 
threat to the principles of classification. 

A further explanation of the interest that inheres in the 
subject of packing and loading requirements, or in the contrast 
between the requirements imposed by trucks and those main- 
tained by the railroads, is found in the paradoxical situation in 
which the railroads find themselves. 


A Transportation Dilemma 


On the one hand, it is only recently that preparation of ship- 
ments for rail transportation and their loading have shown an 
indication of becoming something of a science in their own 
right. On the other hand, absence of any formal requirements 
for truck shipment has tended to bring about numerous liberal- 
izations in rail requirements. Despite the fact there may not 
have been any great change as yet in the rail requirements 
as a result of truck competition—any wholesale revision of re- 
quirements—railroad employes in contact with such matters 
report continual pressure for changes. Liberalization in rules 
is being continually sought by shippers and groups of shippers 
in the name of rail-highway competition, 

Another aspect of the paradox faced by the railroads, as 
expressed by an individual connected with claim prevention 
activities, is that, if the railroad rules are liberalized to meet 
highway competiton, an increase in damage in transit may 
result, and the increased damage may serve as reason for trans- 
ferral of the movement to the highways. There is, also, the 
fact, if expert opinion is to be accepted, that careful scientific 
study of packing and loading principles usually means cheaper 
costs attached to those operations, and greater satisfaction to 
shipper and receiver. 

Assuming that the complicated rules and requirements of 
the railroads are what they are because of long experience and 
careful investigation—that, in a real sense, they represent 
transportation progress—one is inclined to question how they 
could be a disability in any kind of competitive situation. It is 
true, however, that, to greater or less degree, they have been. 
As indicated, the question as to the extent to which the rail- 
roads have been penalized by their packing and loading rules 
is a matter of dispute, so far as known, the necessary facts for 
settling the dispute have never been collected; informed opin- 
ion is the best that is available. 


What Is Included 


For the sake of clearness it may be well to outline briefly 
what is covered by “packing and loading requirements,” as 
used here. The subject naturally separates itself into four divi- 
sions, as follows: I. The package itself, which includes the 
container and interior cushioning or protection; 2. Loading or 
disposition in the car, including bracing and interior car pro- 
tection—also marking L. C. L. shipments; 3. Carload minimum 
weights, which set the minimum amount to be loaded into a 
car, or paid for, to obtain the lower carload rating; 4. Rules 
governing the mixing of L. C. L. or C. L. shipments. 

The outstanding example of a class of shipments that have 
left the rails for the highways for reasons covered by these 
four heads is household goods. There is, of course, no way of 
estimating the amount of revenue lost to the railroads as a 
result. No figure as to the revenue received from that source 
is available prior to 1928, and by that time the business was 
largely in the hands of the highway competitors. The obvious 
reason for that is that, except in the case of extremely long 
hauls, the expense of crating such shipments for movement by 
rail was generally approximately as much as the transportation 
charges. There was, in addition, the convenience of a direct 
movement between the place at which the goods was picked 
up and the new home. Office and store fixtures and other 
similar shipments are moved for long distances over highways 
for the same reasons. 

In an address at the packing and shipping exposition held 
at Chicago early this year by the American Management Asso- 
ciation, Professor L. C. Sorrell, of the University of Chicago, 
cited numerous examples in which rail packing and loading 
requirements have thrown business to trucks. His subject was 
“Recent Transportation Developments and Their Relation to 
Packaging, Packing, and Shipping.” 

“Motor truck competition has already produced some liber- 
alization of the classification rules, and will doubtless produce 
still more,” he said. Mixing rules had been liberalized in 
numerous instances, he showed, as well as changes made in 
carload minimum requirements. Packaging and loading require- 
ments for individual commodities are undergoing more or less 
continual revision, but it is difficult to make any generalization 
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as to the part played by the competitive situation in that. 
Among the commodities mentioned by Professor Sorrell, in his 
enumeration of cases, as having taken to the highways because 
of one or more of the considerations under discussion, were 
hardware, drugs, groceries, heavy machinery, iron or steel cast- 
ings, furniture, packing house products and inedible animal 
products. 
“Pyramiding” of Rules 


An imposing statement of the “pyramiding effect” of rail- 
road classification rules was presented in the following para- 
graph: 


Assume two commodities, identified as ‘‘X’”’ and ‘“‘Y.’”” Assume that 
the classification provides an L. C. L. rating of first class for ‘‘X,” 
and specifies that it be shipped only in barrels. Also assume that 
‘*y’”? can be shipped in boxes, crates, or baskets at a third class L. C. L, 
rating. Now, if both commodities are shipped in a box, the rating on 
the entire shipment is raised to first class by virtue of rule 12. Sup- 
pose, however, that both commodities had been placed in a basket in 
order to economize on packing costs. Had “X”’ only been placed in 
such a carrier, by virtue of rule 5, section 3(d), the rating would have 
been three classes higher than first; that is, double first class. Return- 
ing again to rule 12, this double first class rating is the highest for 
any of the articles in the container, and, therefore, becomes the rating 
for all the articles in the container. 


Such a case, he pointed out, might be extreme, but it was 
a distinct possibility under the railroad rules and one that 
could not be ignored in discussing the competitive rail and 
truck situation. 

The railroad rules, he emphasized, were general in nature, 
and made to cover a great variety of situations, whereas, the 
rule of common sense or individual judgment as to what was 
required for the particular shipment was all that was applied 
in the case of the trucks. Formalism and tradition played a 
large part in determining the railroad requirements, he said. 
On the other hand, the essence of the advantage of the high- 
way competitors was flexibility, in this as in other matters. He 
did not attempt to arrive at any conclusions as to the extent 
to which the railroad limitations were inherent disabilities, or 
to which they might be cured by a fresh approach to the sub- 
ject. There was, however, an implication that the railroads, 
under existing conditions of regulation, were at a disadvantage 
that might not be easy to overcome and that there was at 
least a threat in the competitive rail-highway situation to the 
traditional principles on which the classification had been 
developed. It may be pointed out that the classification has been 
built up under some three-quarters of a century of virtual mon- 
opoly in inland transportation; competition with other forms of 
transportation played little or no part in determining those 
principles. A central element in that development has been 
“value of service,” or “what the traffic will bear”; that, in 
particular, is changed, when there is a competing agency com- 
puting its charges, in large measure, on cost of service. 


Views of Committee Chairman 


When questioned as to whether railroad rules governing 
packing and loading represented a fundamental disability of the 
railroads, R. C. Fyfe, chairman of the Official Classification Com- 
mittee and of the Western Classification Committee, said: 

“That’s a burning question here.” 

- However, he went on to say that “the idea there is a lot of 
business going by truck because of packing requirements is all 
wrong.” In the case of most commodities, such as canned goods, 
coffee, sugar, and numerous others which he named, no one 
= how they would move at the time of packing, he pointed 
out. 

“Generally speaking,” he said, “the truck situation is not 
influencing the evolution of the classification. It is having its 
effect, of course, but we are making no general revisions as a 
result. We take each situation as it develops.” 

Except for a few classes of shipments, such as household 
goods—traffic already lost to the rails which there is little hope 
of regaining—he expressed the view that the railroads would be 
able to hold their own without relinquishing ground already won. 

Despite this, the evidence seems to suggest that the poten- 
tial threat contained in a virtual absence of requirements as to 
packing and loading on the part of the trucks, as against the 
enormous refinement and complication of the railroad rules, is 
greater than may be apparent on the surface. Requirements 
for rail shipments are, without doubt, different from those for 
truck shipment, in many instances. On the authority of C. A. 
Plaskett, senior engineer, U. S. Forest Products Laboratory, 
Madison, Wis., who has been in charge of container investiga- 
tions at the laboratory for a number of years, adequate pro- 
tection of a rail shipment requires more careful preparation 
than for a movement over the highway. 

“No matter what merchandise is shipped, the kind and 
amount of strength that is required of the container will vary with 
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the method of packing, handling, storing, and shipping,” he 
says. “Experience has shown that less protection is required 
for merchandise shipped by motor truck and airplane than is 
required for rail shipment. . . . Furthermore, less-than-carload 
shipments usually require greater protection than packages of 
a carload lot of a single commodity.” 

His statement has to do with inherent requirements of the 
mode of transportation, rather than with rules. 

The cumulative effect of evidence produced by those who 
have given consideration to the matter indicates, in general, 
that differences in packing and loading requirements are the 
deciding reason in a choice between highway and rail services 
far less often than are other differences between the two modes 
of transport. There is considerable evidence, however, to sug- 
gest that such considerations frequently serve as a kind of “last 
straw” to swing the balance in favor of the truck. It is this 
latter fact, coupled with the other considerations centering 
around classification, that give the matter its importance. 


More Science Called For 


Solution of the problem from the railroad point of view, 
according to those in contact with it, lies in the direction of 
more intensive application of what has been learned as to the 
requirements for particular commodities and an effort to retain 
as much elasticity in the rules as practicable. Nothing is to be 
gained, insist the experts, by a mere relaxation of the rules, 
but, rather, the way into the open is in the direction of further 
scientific revision. Frequently, it is pointed out, new knowledge 
on the subject has resulted in a simplification of old require- 
ments, or of what was thought necessary to give protection—a 
substitution of intelligence for materials. 

In this sense, we are told, the shipper may expect still 
greater refinement in the railroad requirements, but, for the 
most part, it will mean a reduction in shipping costs, . and 
greater protection for shipments. 

There still remains, however, the possibility of a funda- 
mental rivision in requirements as to minimum weights, mixing 
privileges, and the more general rules as to penalties for im- 
proper packing and marking—all may conceivably walk the 
plank at the point of a cutlass in the hands of relentless competi- 
tion—a gentleman highly disinclined to attach a traditional 
importance to “value of service” in the making of freight rates. 


OREGON MOTOR TRANSPORT LAW 


Oregon’s motor transportation act of 1931 has emerged un- 
scathed from an attack on its constitutionality. United States 
district judges John H. McNary and James Alger Fee handed 
down their joint opinion in the case of Consolidated Freight 
Lines, Inc., against Charles M. Thomas, public utilities com- 
missioner; I. H. Van Winkle, attorney general, and Hal E. Hoss, 
secretary of state. 

Consolidated Freight Lines, Inc., a class four or common 
carrier, operating over regular routes between fixed termini 
both intrastate and interstate, had attacked the law on the 
grounds that it was in violation of the constitution of the 
United States and the Oregon constitution, requiring the plaintiff 
to pay one mill a ton mile and to file tariffs and schedules and 
provide insurance. 

Points made by the plaintiff were: 1. That the tax is 
grossly excessive and exorbitant, depriving plaintiff of its prop- 
erty without due process of law. 2. That it is discriminatory. 
3. That it places an unreasonable burden on interstate com- 
merce. 4. That the millage tax is a toll and therefore in viola- 
tion of the federal highway act of November 9, 1921, which 
provides that no tolls shall be collected on roads built with 
the aid of federal funds. 5. That carriers of the same class are 
exempted wholly or in part from tax. 6. That it is a special 
law enacted by a state legislative assembly for the assessment 
and collection of taxes for road purposes. 

Previous judicial decisions of the United States Supreme 
Court and of other U. S. and Oregon courts were cited in re- 
futing each point of attack. As to the mill a ton mile being 
confiscatory, unjust, and unreasonable and a burden on inter- 
state commerce, the jurists replied that “the state, in the exer- 
cise of police power, may exact reasonable payment for the use 
of its highways and the amount of the charges and the methods 
of its collection are left to it,” and cited several supporting 
opinions. 

“As said by the Oregon court, the authority to say what 
constitutes a reasonable tax for the privilege of using its high- 
ways is for the determination of the law-making power of the 
state, and when such charges are fixed they will be presumed 
to be reasonable, just and within the limits of the constitution.” 

The millage fee, it was shown by several opinions, was not 
a toll in the meaning of the term in the Federal Highway Act. 
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As to the charge that the tax was not uniform for the same 
class of carriers, in that contract carriers were not required to 
pay a millage tax, but a tax equivalent to the license fee, the 
court said in part: 


The authorities uniformly hold that a state law which, in the 
taxation of carriers of freight by motor vehicles using the highway, 
distinguishes between those carriers who operate over regular routes 
between fixed termini and other carriers, commercial and private, does 
not deprive the first mentioned class of equal protection in violation 
of the fourteenth amendment, even if a tax upon it be more burden- 
some than upon others. 


Motor truck carriers, said the court, may be required to 
provide adequate insurance and file schedules of tariff. 


SHIP BY RAIL ORGANIZATION 


At a meeting in Chicago, September 30, representatives 
from railroad employe “ship by rail,” or similarly designated 
clubs, in twenty-one states effected a temporary national organi- 
zation to coordinate the activities of independent groups and 
assist in the spread of the movement sponsored by such bodies. 
The meeting was called by W. L. Hullinger, of St. Paul, who 
presided as chairman, and was attended by some sixty or 
seventy delegates. 

Creation of a strong organization in each state of the 
union and the coordination of the efforts of the local groups 
was decided on as the most important way in which the tem- 
porary national organization could function. The general pur- 
poses of the meeting were outlined in a resolution recommend- 
ing action to bring about passage of state and national regula- 
tion of all competing forms of transportation on a basis of 
equality and sponsoring of the work of local groups designed 
to influence merchants and other shippers to make greater 
use of the rail lines. 

The temporary nature of the national organization was 
emphasized, as was the intention to permit each independent 
state or local body to function without control from the national 
group. It was decided that, for the present, at least, the work 
of the association should be of a non-political nature and that 
no other activities than those outlined in the resolution should 
be undertaken. 

“Railroad Employes’ and Taxpayers’ Association” was tenta- 
tively decided on as the name of the national body and an 
executive committee of five members was appointed. In addi- 
tion to Mr. Hullinger, who was made a member of the com- 
mittee, the other members are: H. H. Parker, Portsmouth, Va. 
(chairman); E. J. Foley, East Orange, N. J.; G. L. Phillips, 
Louisville, Ky., and C. E. McIntosh, Omaha, Neb. A secretary, 
H. O. Hewitt, Portsmouth, O., was also appointed. 


MOTOR BUS OPERATORS 


If the National Association of Motor Bus Operators should 
be successful in obtaining federal regulation of interstate pas- 
senger highway services, which it has repeatedly requested, it 
would be the worst thing that could happen to the highway in- 
dustry, according to Congressman Charles Brand, of Ohio, who 
addressed the closing session of the sixth annual meeting of the 
association, held at Chicago Sept. 29 and 30. (See Traffic World, 
Oct. 1, p. 626.) Over-regulation was assigned by him as the 
controlling cause of present difficulties of their rail competitors. 
Establishment of regulatory control over the highway trans- 
portation services, such as existed in connection with the rail- 
roads, he insisted, would soon bring the former to financial 
difficulties as great as or greater than those the railroads were 
experiencing. He denied that, under existing conditions, high- 
way services were subsidized. 

Referring to announcements with respect to the appointment 
of a Coolidge railroad commission, he asserted that “former 
president Coolidge is the most dangerous man in the country 
today for your interests.”. That was so, he said, because he 
would give the bus operators what they had asked for—namely, 
federal regulation—and they would be strangled to death along 
with the railroads. 

He went at length into the charge of subsidy directed at 
highway transportation services, pointing out that the cost of 
state highway systems had reached approximately a billion dol- 
lars a year, and that that amount was being collected from 
automobile owners in special taxes. That, he said, indicated 
that “we have approached the limit of fairness in taxing high- 
way users.” He gave figures as to the relative taxes levied 
against the private automobile, trucks, and buses. 

State contributions to highway building, the taxation of 
political subdivisions, and the taxing of abutting property were 
things of the past, so far as highway construction was con- 
cerned, he said. 

Regulation of railway service by the Commission, he said, 
had encouraged “reckless extravagance” on the part of that 
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type of transportation and was, in large measure, responsible 
for depletion of railroad funds. 

Awards for outstanding efficiency in maintenance and op- 
eration were announced at the final session. Atlantic Grey- 
hound Lines, Charleston, W. Va., was the winner in class “A” 
and the Blue Ridge Transportation Company, Hagerstown, Md., 
in class “B.” 

It was decided to hold the next annual meeting in Chicago. 


REDUCED RATES ON RICE 


Reduced intrastate rates on clean and rough rice were 
ordered Oct. 4 by the Louisiana Public Service Commission. The 
lowered rates were sought by rail carriers as a means of re- 
gaining traffic lost to unregulated trucks and water carriers and 
will result in a saving of over a half-million dollars to producers, 
it is estimated. Rates were lowered to both interior mills and 
those located at Lake Charles and New Orleans. 


PURCHASES FROM STATE ROAD BONDS 


An opinion of interest in connection with highway trans- 
portation was rendered October 5, by the Missouri Supreme 
Court. It ruled, in a friendly suit, that the State Highway Com- 
mission has legal authority to purchase toll bridges from the 
proceeds of state road bonds or with the securities themselves. 
It held that a constitutional amendment, which gave the commis- 
sion power to locate and construct highway bridges within the 
state, conferred authority to buy existing bridges. The com- 
mission will, under the ruling, purchase the bridge at Hermann 
for $500,000, that at Independence for $400,000, and that at 
Jefferson City for $150,000, with $1,050,000 of state road bonds. 


TEXAS TRUCK LAW ENFORCEMENT 


The practice of district judges of Texas in issuing injunc- 
tions to restrain the railroad commission and other state officials 
and employes from enforcing the load weight provision of the 
motor truck law has been without legal authority, according to 
a decision by the state Supreme Court. The court ordered L. G. 
Phares, chief of the state highway patrol, and several of his 
enforcement officers released from custody on charges of con- 
tempt of court, made when they refused to abide by district 
court injunctions restraining them from interfering with cer- 
tain operators whose trucks carried loads in excess of 7,000 
pounds, as provided by the law. The law had been held valid 
by the United States Supreme Court. 


The state court said the petition on which the injunctions 
were issued by the district courts “failed to show that the law 
in question is invalid and that its enforcement would constitute 
an invasion of any property right,” and that the complainants 
“were not entitled to protection at the hands of a court of 
equity. Since this is true, it follows that the injunction re- 
straining relators from enforcing the act is void and all pro- 
ceedings had thereunder must fall.” 


Phares and his officers had been adjudged in contempt of 
court. They were arrested, but released on writs of habeas 
corpus issued by the state Supreme Court. 


PAPERBOARD CONTAINERS 


Dr. Edward R. Weidlein, director, Mellon Institute of In- 
dustrial Research, Pittsburgh, has announced the renewal of 
the Robert Gair Fellowship for research on moisture-proofing 
and grease-proofing paperboards for cartons and boxes. The 
fellowship was established in 1931 by the Robert Gair Company, 
Inc., of New York, for the purpose of developing improved 
moisture-proofing and grease-proofing qualities in paperboards, 
used for boxes, to keep pace with the advances made in package 
merchandising. 

Several improvements have already been made available to 
the industry as a result of the researches of the Gair Fellow- 
ship, Dr. Weidlein said. Among them is the development of a 
new adhesive for joining difficult-to-paste materials, as, for 
example, highly waxed paperboard and moisture-proof sheet 
cellulose. Particularly in the food industries, Dr. Weidlein says, 
it is frequently desirable to use a carton made of a wax-coated 
paperboard. When it was sought to improve the merchandising 
qualities of such a package by providing an inner liner of sheet 
cellulose or a transparent cellulose window, the problem of a 
satisfactory adhesive was apparent. Dr. Marion D. Coulter, who 
has conducted the scientific studies under the Gair Fellowship, 
succeeded after a few months in perfecting an adhesive for 
this purpose that is now in use. 

The work done under the Gair Fellowship has also resulted 
in the development of another adhesive for sticking one waxed 
surface to another. Both of these improvements are of im- 
portance, it is pointed out, because they make available to 
package users many types and styles of packages that could 
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not be used heretofore because of the difficulties involved ip 
their production, owing to the lack of a satisfactory adhesive, 

The work of the Gair Fellowship for the ensuing year wil] 
be devoted to the problem of developing moisture-proof and 
grease-proof coatings for paperboards, with Dr. Coulter ip 
charge. 


SCHEDULED AIR TRANSPORT 


Scheduled air lines operating in continental United States 
carried 57,995 passengers in August, according to reports from 
the 32 companies operating, according to the aeronautics branch 
of the Department of Commerce. 

Miles flown by these scheduled air lines in the month were 
4,283,071, express carried totaled 111,279 pounds, and passenger 
miles flown were 15,936,363. A passenger mile is the equivalent 
of one passenger flown one mile. Comparisons with the previ- 
ous month are shown in the following: 


July August 
Number of reporting companies ............ 31 39 
Number of operating companies ............ 31 
eee OOO a ee 53,759 57,995 
Express carried (pounds).......cssseseccceee 87,591 111,279 
SE ND, acts ccob weeieeeckcbensecedseuaes 4,266,282 4,283,071 
PRSSOMBOT MINES BOWE 6 6 o660.c00000660000s0000% 14,774,709 15,936,363 


POSTAL SUBSIDIES 


The subcommittee of the House committee on post office 
and post roads that is investigating postal affairs has taken 
the position that payments for mail subsidies should be sub- 
jected to a reduction in view of the reduction in pay of postal 
employes under the provisions of the economy act. Members 
of the subcommittee admit that it may be impossible to reduce 
payments under ocean and air mail contracts now in existence, 
but they feel that arrangements should be made to effect re- 
ductions in the future. Elimination of postal service in the 
interest of economy was criticized by the subcommittee. Chair. 


man Mead said Congress did not intend there should be cur. 
tailment of service. 


NEW WRAP PACKAGE 





The Acme Steel Company, Chicago, manufacturer of pack- 
age reinforcements, is now shipping its nailless band in its 
new annular wrap package, which consists of a double face 
kraft burlap lined paper that is tailored to fit and completely 
covers each individual coil. After this wrap is applied, two 
coils are strapped together with three nailless bands making 
a unit that weighs, depending on the width and thickness of 
the band, from 165 to 200 pounds. A double thickness of the 
wrapper protects the edges of the band from nicks and damage 
in transit. The coils are now easier to unpack and a saving is 
made in storage space. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


ONSIDERABLE surprise is being expressed in full cargo ship- 

ping circles over a grain fixture from the Port of Albany 
closed in the last few days on the basis of 2s 3d for picked ports 
in the United Kingdom for the middle of October. This is the 
rate that now prevails out of Montreal. Commenting on this, 
the first full cargo fixtures ever made out of Albany, Walter 
Moore, in his weekly grain freight review, says: “While we 
admit conditions are not normal as to Atlantic tonnage as 
against Montreal, we consider the rate too high. Albany should 
be same rate as Atlantic Range.” While it is not generally 
considered that Albany will seriously rival Montreal’s supremacy 
as the premier grain export port of this continent, it is ex- 
pected that the new port will add to the amount of business 
done from the Atlantic Range. 

A further upward trend in grain rates is seen by many 
brokers because of the continuance of activity in the trade. 
Business has been of good volume for the past week and a 
late cable report from London announced the fixture of six 
steamers by one shipper from Montreal to the United Kingdom 
on the basis of 2s 3d and up with options, for October and 
November. Four more steamers were also reported taken by 
another shipper on the same basis. 

A single transatlantic sugar cargo made its appearance, an 
8,000-ton steamer from Cuba to United Kingdom-Continent, for 
early October at 138s 6d. The coal trade was lacking in in- 
terest, although one 944-ton steamer was taken on time charter 
from Philadelphia to St. John at $1.10 Canadian currency for 
prompt loading. In the tankers division the only fixture from 
this side was an American steamer of 3,105 net to carry molasses 
from Puerto Rico to North of Hatteras for prompt loading, on 
private terms. 

On the Pacific coast there was some activity in the time 
charter market in the North Pacific trade, several vessels hav- 
ing been taken. One of these was a British motorship of 3,161 
net tons for one trip, delivery North Pacific, redelivery China, 
for October at 5s 9d. 

The railroad committee of the Maritime Association of the 
Port of New York (Maritime Exchange) has adopted a resolu- 
tion in which it recommended to the executive committee that 
it go on record as opposing the operation of the Seatrain Lines, 
Inc., between New York and New Orleans, as proposed in an- 
nouncements to the shipping public. 

The committee also urges the Maritime Association to take 
proper steps to carry out the intent of its resolution before any 
governing authority or commission, as it regards the proposed 
operations of the Seatrain Line as tending to disrupt the rate 
structures of the water and rail lines in the territory affected. 

The Santa Lucia, third of the new liners for the Panama 
mail service of the Grace Line, was launched Oct. 3 at Kearny, 
N. J. Myron C. Taylor, chairman of the board of the United 
States Steel Corporation, the principal speaker, visualized in the 
new vessel a symbol of the dawn of commercial recovery in 
the trade between the United States and Latin America. Miss 
Hilda Holloway, 12-year old daughter of the vice president of 
W. R. Grace and Company, sponsored the liner with a bottle 
of champagne from Santa Lucia Valley, Cal. The Santa Lucia 
and her sister ships, the Santa Rosa, Santa Paula, and Santa 
Elena, are all expected to be in the New York-Central America- 
California service by April, 1933, the Santa Rosa being sched- 
uled to sail on her maiden voyage from New York November 26. 


BOSTON ARMY BASE LEASE 


The Shipping Board, on Oct. 4, gave a hearing to the two 
lowest bidders for a lease on the Boston army base terminal, 
Gerrit Fort and associates being one of the two, and W. J. 
McDonald and associates being the other. The question under 
consideration was as to which of the two bids was the lower. 
The Boston Dock & Terminal Corporation, the third bidder, and 
Mr. Fort bid a flat minimum with a flat percentage of the gross 
receipts in addition. The McDonald bid was a flat bid with a 
sliding scale of percentages, the percentage rising as the gross 
receipts rose. (See Traffic World, Oct. 1, p. 621.) 

The Fort bid was a guaranteed or flat minimum rental of 
$27,500 with an addition of 20 per cent of the gross regardless 
of its amount. The McDonald bid, alleged not to comply exactly 
With the board’s request for bids, was for a minimum rental of 
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$22,650 with the addition of 26 per cent of the gross if it was 
$100,000 or less, 27.5 per cent on a gross of $100,000 to $150,000 
and 30 per cent if greater than $150,000, all on a yearly basis. 
The gross has been about $100,000 a year. On the assumption 
that the gross would be $100,000 it was contended that the 
Fort bid was the highest while if the gross went to $110,000 
the McDonald bid would be the higher. In the course of the 
hearing it was brought out that the McDonald plan was to have 
the army base used for general storage much as the Bush ter- 
minal in Brooklyn, while under the Fort plan the base would 
be used as an ocean terminal exclusively for storage of goods 
in transit to and from the ocean. 

Mr. Fort, appearing in behalf of himself and his associates, 
contended that the army property should not be used in compe- 
tition with general storage in Boston, of which he said there 
was an adequate supply now and for years to come, He argued 
that the base should be used for the facilitation of ocean traffic 
and that a tax free property should not be used in competition 
with capital invested in privately owned warehouses. In behalf 
of the McDonald plan it was argued that by the use of the 
property in the manner proposed the gross income could be 
brought up to $500,000 a year. 

The Shipping Board, Oct. 6, authorized acceptance of the 
bid submitted by Gerrit Fort and associates for leasing of the 
Boston army base. 


SEATRAIN TARIFF EFFECTIVE 


The Traffic World Washington Bureau 


The Commission, October 4, refused to suspend the initial 
Seatrain Lines’ tariff, dated to become effective October 6, es- 
tablishing a joint rate of 143 cents on bakery goods from 
Hoboken, N. J., to Dallas, Tex. At the same time it denied a 
Curlett sixth section application intended to make non- 
acceptable, at eastern trunk line stations, traffic consigned via 
Seatrain Lines and forbid the interchange of cars used in Sea- 
train Line service. 

Refusal of suspension of the initial tariff was taken to mean 
that Seatrain Lines would file a full line of rates on short notice, 
under Rule 57, immediately. 

Asserting that the transportation service to be afforded by 
Seatrain represented “a new and great improvement in the 
archaic methods of handling freight by water carriers,’ Sea- 
train Lines, Inc., on Oct. 1, filed a reply to the protests and 
requests for suspension of its I. C. C. No. 1 that, for two weeks 
or more, had accumulated in the files of the Commission’s board 
of suspension. The reply went into details as to the services it 
proposed to furnish, its contract with the Shipping Board for 
a loan from the shipbuilding loan fund, its present service be- 
tween New Orleans and Havana and the stock relationship be- 
tween itse!f, on the one hand, and the Missourj Pacific, Texas 
& Pacific and Hoboken Manufacturers Railroad on the other. 

The reply said that Seatrain’s operations heretofore had 
obviously not been subject to the provisions of the interstate 
commerce act, that of carrying freight between New Orleans 
and Havana, in cargo ships, with the freight cars serving as 
containers of the freight. It further asserted that its contem- 
plated operations between New York and Havana were not sub- 
ject to the provisions of the interstate commerce act. 

“It does, however, propose to engage in the handling of 
freight in interstate commerce between points in the United 
States via the ports of New York and New Orleans,” said the 
reply,” and such transportation—to the extent that it comes 
within the provisions of the interstate commerce act—will be 
subject to regulation by this Commission and tariffs governing 
the rates will be filed with the Commission. 

“It is only natural that competing transportation companies, 
which fear a loss of traffic through a diversion of freight from 
their lines to the Seatrain ships, should, for their selfish in- 
terests, seek to prevent Seatrain from engaging in business in 
competition with them. The protests which have been filed on 
behalf of both rail and water carriers all plainly have this 
motive. The protests of commercial organizations at interior 
cities, notably Chicago, Rockford and St. Louis, are prompted 
by the selfish desire to prevent other communities from secur- 
ing the benefit of additional and improved water transporta- 
tion facilities, which are not available to them because of their 
location.” 

Any improvements in methods of transportation, the reply 
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suggested, were bound to operate for the general public welfare 
in reducing transportation costs and to improve trade by facili- 
tating the exchange of goods and opening up new avenues of 
commerce. The reply suggested that the Seatrain service be- 
tween New Orleans and Havana had benefited the railroads, 
claiming that thousands of carloads of freight had been put upon 
the railroads which they had never moved before because the 
freight could not be transported under the old methods. 

“The railroads serving the oil fields,’ said the reply, “were 
able to haul petroleum products in tank cars because these 
tank cars could be loaded on a Seatrain ship where formerly 
these products had moved to the seaboard by pipe line. New 
refrigerator freight was developed, new open top freight and 
bulk in freight cars. There is no reason why the New Orleans 
experience should not be repeated several fold at New York, 
and there already exists definite evidence that it will be. This 
service will also restore to the railroads short haul freight to 
the ports which they have lost to the trucks.” 

In the course of its reply Seatrain pointed out that its ships 
were not of the type that are known as car ferries; that the cars 
were lifted by crane and deposited in the cargo hold of the ships, 
whereas in the case of car ferry ships the cars are run upon 
tracks affixed to a single deck of the car ferry. The reply said 
’ that even if the ships of the Seatrain were car floats or ferries, 
they did not constitute a railroad because they were not 
operated “by or in connection with” a railroad within the mean- 
ing of section 1 (3). The reply said that the contrary conten- 
tion was predicated first upon the stock ownership of the Mis- 
souri Pacific and Texas & Pacific in Seatrain Lines, and second, 
upon the ownership by Seatrain Lines, Inc., of the shares of 
Hoboken Terminal Properties, Inc., which in turn owned all of 
the stock (except directors’ qualifying shares) of Hoboken 
Manufacturers Railroad. 

“If there is any operation of one by the other—which we 
deny—certainly it must be apparent that Hoboken Manufac- 
turers is operated by Seatrain Lines, Inc., rather than Seatrain 
Lines, Inc., by Hoboken Manufacturers Railroad,” said the reply. 

The reply, after pointing out the stockholding of the Texas 
& Pacific and the Missouri Pacific in Seatrain Lines, Inc., said 
that neither of those railroads owned any of the 16,000 out- 
standing shares of Class B Seatrain Lines’ stock. 

“In other words, neither of these railroads,” said the reply, 
‘nor the two of them together, have even a semblance of con- 
trol over Seatrain . . . There is not the slightest basis for any 
suggestion that Seatrain’s ships are operated by these two rail- 
roads. A contrary decision would mean that no railroad could 
purchase a share of stock in a steamship company without 
as a result becoming the operator of that steamship company, 
and if the steamship company’s vessels could be considered 
ear floats or ferries, this would, on protestants’ theory, forth- 
with convert the steamship company into a railroad.” 

In conclusion, the reply said it was submitted that since 
Seatrain might engage in transportation subject to the authority 
of the Commission without obtaining a certificate of convenience 
and necessity from the Commission, the Commission was with- 
out authority to prevent its doing so by suspending its first filed 
tariff. But even if the Commission had the suspension power, 
the reply suggested, the question of whether it should exercise 
it here was a serious one. 

“Should the Commission stand in the way of the enjoyment 
by shippers desiring to use it,” asked the reply, “of a new and 
improved method of transportation at the request of carriers 
who fear that this improved method of transportation will cause 
a loss of business to their less progressive systems?” 


Commission Investigation 


The day after it had refused to suspend the initial tariff 
of Seatrain Lines, Inc., the Commission instituted an inquiry, 
No. 25565, investigation of Seatrain Lines, Inc., into and con- 
cerning the lawfulness of the operation of vessels and of the 
transportation of property in interstate commerce by Seatrain 
Lines, Inc.; of the acquisition of control by Seatrain Lines, 
Inc., of the Hoboken Manufacturers’ Railroad Co.; and of the 
issuance of securities by Seatrain Lines, Inc., with a view to 
determining whether such operation and transportation, acquisi- 
tion and issuance were in conformity or consistent, respectively, 
with the provisions of sections 1(18), 2(5), 20a, or of any other 
provisions of the interstate commerce act. Seatrain Lines, 
Inc., and the Hoboken Manufacturers’ Railroad Co. were made 
respondents. 


Hearing Before Shipping Board 


The Shipping Board, on the day the Commission announced 
the institution of its inquiry into the quality of the acts and 
services of Seatrain Lines, Inc., and the Hoboken Manufactur-. 
ers’ Railroad Co., held a hearing on the application of Seatrain 
Lines, Inc., for the board “to approve of Seatrain Lines, Inc., 
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transporting in said two new vessels other cargo than that of 
Cuban origin or Cuban final destination at freight rates no 
lower than those collected by competing water carriers on the 
same commodities for the same service, on the condition that 
Seatrain Lines, Inc., shall at all times give preferential consiq. 
eration and service to commerce between United States and 
Cuba, and that under no circumstances shall any cargo of Cubay 
origin or destination be excluded by or deferred to such other 
cargo.” 

The hearing attracted a large number of steamship repre. 
sentatives, railroads, railroad steamship line men and repre. 
sentatives of Atlantic port commercial interests. It was not 
hearing in the sense of the word as used in connection with 
proceedings before the Interstate Commerce Commission based 
upon an application to it by a carrier asking for permission to 
do something. Members of the board listened to prepared 
statements of allegations of fact and conclusions. 

The application was based upon the fact that a provision 
in the construction loan contract between Seatrain Lines, Inc, 
and the Shipping Board seemed to limit the new steamship 
line to foreign commerce without permission from the board 
to transport other cargo. 

The proceeding early developed into a charge by coastwise 
steamship lines of railroad ownership or connection, that Sea. 
train Lines, Inc., which has a mail subsidy, was asking permis. 
sion to go into the coastwise trade between New York and New 
Orleans and thereby bring a government-subsidized operation 
into competition with privately owned and operated services 
dependent for their support wholly on revenues received from 
the public. 

“The announced rate policy of the subsidized Seatrain really 
means that they propose to take a differential under the present 
all-water and rail-and-water rates via the Morgan Line and 
other break-bulk water carriers, ignoring the advantages of all- 
rail service which they claim as their own,” said William Sim- 
mons, traffic manager in New York of the Southern Pacific 
Morgan Line ships. 

E, R. Richardson, president and general manager of the 
Ocean Steamship Company of Savannah, affiliated with the IIli- 
nois Central system, who said his service probably would not 
be immediately affected by this “eccentric” steamship line, 
wanted to know what sort of a mental operation it was which 
proposed to allow this government-subsidized line into a service 
which would demoralize something another branch of the gov- 
ernment had built up. His reference was to the mail subsidy 
from the Post Office Department putting this service into com- 
petition with the Ward Line ships for the construction of which 
the government had also lent money to enable that line to 
—* with the Cunard service in the United States-Cuba 
rade. 

Graham M. Brush, president of Seatrain Lines, Inc., and 
Ira A. Campbell, counsel for that corporation, objected to the 
introduction of the mail subsidy phase of the subject into the 
hearing. Chairman O’Connor ruled that that phase was not 
pertinent to the hearing. However, the objectors to the Sea- 
train application insisted that they could not discuss the sub- 
ject without going into the fact that the government had fur- 
nished the money enabling the applicant to compete in what 
they insisted was the coastwise trade between New York and 
pres Orleans. They discussed it notwithstanding the chairman’s 
ruling. 

George H. Muckley, for the Southern Pacific, and A. S. 
Knowlton, for the eastern trunk line railroads, tried to have 
the hearing conducted by means of sworn witnesses presenting 
— and enabling them to cross examine but they did not suc 
ceed. 

President Brush of Seatrain read the application of the 
line, consisting of declarations about the falling off of the trade 
between the United States and Cuba as the reason for the new 
line’s desire to have the permission to carry other cargo and 
Mr. Campbell said that that was the prima facie case in behalf 
of the applicant. 

Chairman O’Connor said that the board desired to hear the 
objections. Mr. Muckley was assured that he would be allowed 
to ask questions. He asked one, as to whether Seatrain pro- 
posed to carry cargo between New York and New Orleans in 
one ship or to transfer cargo. Mr. Brush said that the ques- 
tion was not as to how Seatrain Lines was going to operate its 
ships and did not otherwise answer Mr. Muckley. 

W. J. Malone, speaking for the Florida East Coast, which 
has a car ferry to Cuba, went into the subject of the Seatrain 
Lines, Inc., mail contract and loan from the beginning. He said 
that the proposal was for the government unwarrantly to allow 
ships subsidized for foreign commerce to undertake to corral 
domestic commerce. 

The Simmons idea, that the application represented the 
effort of a government subsidized line to get into the coastwise 
interstate commerce trade, was also the thought of a long line 
of witnesses in behalf of railroads and coastwise lines. Mr. 
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gimmons figured that, on a cargo of eighty cars, the Seatrain 






Hodkinson, in particular, presented exhibits to show the large 


Not mail subsidy would amount to a subsidy of $1.44 a ton for the sums paid by the railroads as taxes and the losses they had 
the Seatrain Lines traffic. That figure satisfied other protestants. incurred in their net income by reason of the falling off in traffic. 
hat Among other witnesses protesting against the board permit- Similar testimony was presented by J. C. Gooch, assistant traffic 
sid. ting the new line to come into the coastwise interstate trade manager of the Rock Island. 
and were E. R. Oliver, vice president in charge of traffic of the J. A. Coates, first vice-president of the Eastern Steamship 
Dan Southern Railway system; Joseph G. Kerr, assistant to the vice Lines, Inc., said that the Seatrain idea for a considerable period 
her president of the Louisville & Nashville in charge of traffic; C. prior to this application, was to extend its service to ports other 
McD. Davis, vice president of the Atlantic Coast Line; Vice than those mentioned in the hearing. He told about conversa- 
Dre. President Gray of the Clyde-Mallory Lines; W. P. Levis, vice tions he had had with Mr. Brush to show, as he thought, the 
oT e- president of those lines in charge of traffic; Franklin D. Mooney, jntention to extend this service to other ports, if this applica- 
taf president of the New York & Cuba Mail Steamship Line, the tion were granted. He mentioned Hampton Roads ports as a 
ith trade name of which is the Ward Line; Charles R. Seal, traffic place Seatrain had in mind. Other witnesses for the railroads 
sed director of the Baltimere Association of Commerce; George T.  iold of investigations made by their officers when they were 
to Hupper, speaking for various coastwise interests, and George approached, as they said, with a view to having them employ 
"ed W. Delanoy, vice president of the Southern Steamship Co. the Seatrain type of boats for service by water. 
| All protested against the board’s permitting the mail subsi- When the hearing was begun attorneys for the protesting 
on dized line entering the coastwise service in competition with jnterests complained about the shortness of the time allowed 
C., the services maintained by private capital, which, in the in- them to prepare for it. They suggested a postponement. A 
lip stance of railroads, they said, had been forced to borrow money  qispute also arose as to which side should go forward, It was 
rd from the R. F. C. at 6 per cent instead of at the low rate, aS _ finally decided that Seatrain should proceed. Mr. Brush read 
) they said, at which the Seatrain Lines, Inc., had obtained gov- the application presented by the company and submitted it as 
Se ernment money.. They thought it inconceivable that the Post the prima facie case in behalf of the applicant and said he 
2a: Office Department had granted the mail subsidy with any idea wouyiq answer the objections that might be raised by the pro- 
is. that Seatrain Lines, Inc., would be permitted to enter into testants. He made the point that the question of the mail pay 
W competition with unsubsidized water lines and railroads in the ¢ontract was not in the case, and, as before stated, Chairman 
. trade between New York and New Orleans, to strive for @ Connor ruled that it was not in the proceeding before the 
es part of the trade which, like the foreign trade which Seatrain poarg. 
m Lines, Inc., was authorized to enter, had fallen off to such an Before the protestants had all been heard Mr. Brush in- 
ly extent that but a small percentage of their carrying capacity terrupted to make the point that the time of the board was be- 
was in use. ing wasted by the presentation of things not having any bear- 
at In stating the opposition of the Baltimore organization an on the = He said he wanted ~ answer the pe Bene 
: for which he was speaking, Mr. Seal took the trouble to say that and get the thing over with. He was insistent. Chairman 
“4 he was speaking for shippers. He said that a a the O’Connor overruled him, saying that he could not break into 
proposed service would not produce any new traffic was an order of procedure to which he had agreed when the hearing 
c feared that the competition introduced by the new line would was begun. 
- result in a curtailment of the service Baltimore now had. In defense of the application Mr. Brush denied many of the 
i “We object,” said Mr. Seal, “to renee | — ——— allegations that had been made, particularly the figures pre- 
t subsidized service into this trade in competition with an ri sented by Mr. Simmons which were based upon a loading of 
. the expense of the privately financed services not only to their Gisnhty cars in a vessel, the average loading of a car being as- 
4 injury but to the injury of localities not served by the subsidized .yumeq to be twenty tons. Mr. Brush said that the average 
. line.” y he loading in the New Orleans-Havana trade was thirty-three tons. 
: In the course of his testimony Mr. Kerr announced that the wr. Simmons, from his figures, calculated that Seatrains could 
. Louisville & Nashville would not permit the use of its cars by not carry traffic for less than other vessels but that by reason 
‘ the Seatrain Lines, Inc., if it could prevent it. , That testimony of the mail subsidy it could carry traffic at the rates proposed 
‘ was taken as corroborating rumors that the railroads would go and give the shippers service that would relieve them of the 
, to court, if necessary, to prevent their cars being placed on the payment of about $1.09 a ton for stevedoring, the cost of the 
1 Seatrain Lines’ vessels as packages for the freight they were jronsfer of freight from car to ship in the break-bulk service. 
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undertaking to haul. 

Henry Thurtell, after presenting as witnesses in support of 
the protest against grant of the desired permission, vice presi- 
dents of southern lines, said he protested in behalf of other lines 
against what was being proposed. He was authorized, he said, 
to protest earnestly against the board’s authorizing “this subsi- 
dized concern” to enter the coastwise service. 

M. W. Thomas, assistant general freight agent of the Cen- 
tral of Georgia, also protested against the “invasion” of the 
coastwise trade by “this subsidized service,” which he said, 
would place added burdens upon carriers that had already suf- 
fered heavy losses to the unregulated trucks and the “subsi- 
dized barge lines.” 

J. O. Gill, for the Gulf, Mobile & Northern and the New 
Orleans Great Northern, suggested that the entry of the new 
line into the service would precipitate a rate war that would 
extend even to western territory. 

“This proposal means the taking of money from the rail- 
roads that are not earning their fixed charges, doesn’t it?” 
W. J. McGehee suggested to Mr. Oliver in the course of the 
latter’s testimony. Mr. Oliver assented to that proposition. 
Mr. Oliver and other railroad officers pointed out that there 
Was adequate service now for much more traffic than was being 
offered. Mr. Mooney pointed out that even if Seatrain Lines, 
Inc., got all the trade between Havana and New York now offer- 
ing, the traffic would not fill its two vessels. 

Several of the speakers at the hearing gave emphasis to 
the idea that, notwithstanding the chairman’s ruling that the 
postal subsidy was not in the picture, it was the board’s duty 
to remember that fact even if it could do nothing about it. Mr. 
Hupper went to the extent of suggesting that, while the board 
was not empowered to grant or withhold certificates of public 
convenience and necessity, nevertheless it should consider this 
application in the same manner that would be followed by the 
Interstate Commerce Commission in dealing with an application 
for a certificate of convenience and necessity. 

In behalf of eastern trunk lines and the New Haven, D. T. 
Lawrence and BE. A. Hodkinson presented figures tending to show 
that the service proposed would take considerable traffic from 
the all-rail routes which they could not afford to lose. Mr. 


In the initial and closing presentation in behalf of Seatrain, 
Mr. Brush put forward as the reason for the application the 
large decrease in commerce moving between New York, New 
Orleans and Havana, which, he said, was mostly in the past 
year, the period of the construction of the new Seatrain vessels. 
His assertion was that there was sufficient tomnage for many 
years before that to keep both new vessels operating to capacity 
in that trade. 


The Seatrain argument in connection with the application 
was that a sudden and unexpected increase in Cuban business 
must take place or Seatrain Lines, Inc., must seek other traffic 
to avoid financial difficulties, which “would jeopardize the invest- 
ments of the board and our stockholders, and deprive the ship- 
ping public of the benefits of this new type of water trans- 
portation.” 


One of the contentions of the Seatrain Lines, Inc., was that 
but one company, the Morgan Line, had for many years main- 
tained and now maintained water service between New York 
and New Orleans and had enjoyed and now enjoyed a monopoly 
of water transportation between those ports “because no other 
steamship service has been able to meet the competition of this 
railway owned and operated water line.” Mr. Brush claimed 
that that line had driven competitors, including the Philadel- 
phia & Gulf Line, out of the trade. 


Emmet J. McCormack, of Moore & McCormack and presi- 
dent of the Maritime Exchange, said that he was a stockholder 
in the Philadelphia & Gulf. He denied that the Morgan Line 
had driven that line out of the trade, saying that its ships had 
gone into foreign commerce in the war period and made money. 
He added that he hoped that the Morgan Line knew about his 
competition in the New York and New Orleans trade. Mr. 
McCormack suggested an inference of bad faith in this ap- 
plication. . 

As to the mail contract, Mr. Brush said he would not go 
into that because the chairman had ruled that it was not in- 
volved in this proceeding. In answer to questions by counsel 
for the protestants he said he would not give figures as to cost 
of operation. He insisted that the cost was less than by other 
methods of transportation. He also insisted that the service 
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proposed was complementary to the all-rail service in that it 
would originate new traffic, give the country improved trans- 
portation and lower costs than by other water lines. 

In supposed refutation of that claim the railroad counsel 
called attention to the fact, as they said, that bakery goods, upon 
which Seatrain had made its initial rate, were all-rail traffic. 
Mr. Simmons, of the Morgan Line, said that Seatrain had also 
negotiated with a view to carrying textile machinery, on which 
he said no water line had ever been able to quote a rate low 
enough to induce any shipper to use a water line because of 
the risk of damage incident to transfer to and from ships. 

The protests of the railroad witnesses, to a large extent, 
were based upon the theory that the application was but the 
beginning of an effort to extend Seatrain Service to ports other 
than New York and New Orleans. Mr. Kerr, in fact, referred 
to it as an entering wedge. Mr. Richardson, of the Ocean 
Steamship Co. of Savannah, commented upon the things he 
thought indicated an intention to extend the service and wanted 
to know whether the newcomer considered himself a Napoleon, 
winding up his observation that for every Napoleon there had 
been a Wellington. 

Trial Period Granted 


The Shipping Board has authorized Seatrain Lines to oper- 
ate for six months from October 6 in the trade between New 
York and New Orleans via Havana, as proposed by the lines. 
In that period the board will observe the effect of the opera- 
tions on other carriers’ traffic. No mail subsidy payments will 
be made to Seatrain in the six months under agreement be- 
tween the Board and the Postmaster-General. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


Between United States Gulf and South Atlantic Ports and Atlantic 
Ports in France and Belgium (1996)—Compagnie Generale Transatlan- 
tique (French Line) with Armement Deppe, S. A.: Agreement covers 
arrangement for regulation of traffic and operating conditions of the 
French Line and Armement Deppe between United States Gulf and 
South Atlantic ports and Atlantic ports in France and Belgium. 
Sailings are to be spaced about one month apart and are to be alter- 
nated between the two companies. Westbound vessels are to call at 
Cuba and Mexico and are to load at New Orleans for the French and 
Belgium ports. The vessels of either company, however, may be 
taken off regular schedule to call at any United States Gulf or South 
Atlantic port. Armement Deppe is to act as agent for the French 
Line at —— and the French Line is to perform the same service 
for Armement Deppe at French ports. Contracts for eastbound ship- 
ments are to be made in the name of the French Line, but cargo is 
to be loaded on vessels of Armement Deppe when in position. 


Dominican Republic to Pacific Coast: 2041—Lykes Bros. Steamship © 


Co., Inc., with Gulf Pacific Line: Agreement ‘covers through ship- 
ments of cocoa beans from Santo Domingo to Pacific Coast ports of 
call of the Gulf Pacific Line, with tarnshipment at Houston. Tran- 
shipping expenses at Houston are to be divided between the carriers. 

Pacific Coast to West Coast of Italy: 2081—American-Hawaiian 
Steamship Company with “Italia’’ Flotte Riunite Cosulich-Lloyd 
Sabaudo-Navigazione Generale: Arrangement covers through ship- 
ments from: Untted States Pacific Coast ports to West Coast of Italy, 
with transhipment at New York. Transfer charges at New York to 
be absorbed by the carriers. 

Puerto Rico to Poland: 2086—The New York and Porto Rico 
Steamship Company with American Scantic Line, Inc.: This agree- 
ment provides for through billing arrangement covering shipments 
of citrus fruit from Puerto Rico to Gdynia, Poland, with transhipment 
at New York. The transfer charges at New York likewise are to be 
prorated between the carriers. 

Pacific Coast to Baltic Ports: 2098—Panama Pacific Line with 
American Scantic Line, Inc.: This agreement covers the transporta- 
tion of passengers from San Francisco and Los Angeles Harbor to 
Copenhagen, Gdynia, Stockholm, and Leningrad, with interchange at 
New York. 

Agreements Modified 


Trans-Pacific Passenger Conference Agreement (131-17): The 
modification approves the substitution of revised Section (d) for Sec- 
tion (d) of By-Law D-2 of agreement of the Trans-Pacific Passenger 
Conference griginally approved April 2, 1930. The proposed modifica- 
tion is to effect the following changes: 

(1) Is to restrict granting of free round trip ticket and 5% com- 
mission to organizers accompanying party of 15 or more adult round 
trip passengers to such parties traveling first, cabin, special or tour- 
ist class. Free passage and commission were granted to organizers of 
such parties regardless of class of accommodation. 

(2) Is to substitute designation ‘‘cabin class, special class or 
tourist class’’ for ‘‘second class’’ in specifying classes of transportation 
in connection with which 10% reduction in fares is to be granted to 
parties of fifty or more adult round trip or one way passengers and 

rovide for payment of 5% commission on such party movements. 
revious agreement specifically prohibited payment of commission on 
such business. 

Is to limit reduction to delegates or representatives soliciting 
conventions to hold future meetings in Hawaii to 25% off published 
first class tariff fares. Agreement permitted 25% reduction to such 
delegates and representatives regardless of class of accommodation. 

(4) Is to add provision permitting member lines of Conference 
promoting or developing convention resulting in 50 or more adult one 
Way or round trip passages via one line between Hawaii and United 
States or Canada to grant 10% reduction off first, cabin, special or 
tourist class fares to delegates to such conventions and dependent 
members of their families. When number of such passengers exceeds 
the carrying capacity of such line other member lines may, by mutual 
consent, grant similar reduction. 

Gulf United Kingdom Conference Agreement (161-1): The agree- 
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ment which is modified established a Conference known as the Guy} 
United Kingdom Conference to deal with traffic from United States 
Gulf ports to ports in England, Ireland, Scotland and Wales. This 
agreement was approved by the board August 19, 1931. Article 15 of 
that agreement requires each party thereto to deposit a sum in cash 
or the equivalent at par in bonds and/or other securities as a guar. 
anty of payment of any award of arbitration made under the agree. 
ment. In event of depletion of such deposit for any cause the party 
is required after notice to restore its deposit to the original amount 

The modification provides for calculation of value of bonds or 
securities comprising the penalty deposit of member lines upon the 
basis of market value rather than par value. It also proposes jn. 
clusion in Article 15 of an additional provision to the effect that when 
depletion of a deposit of any line is due to fluctuation in market values 
of securities posted such line shall not be required to restore its de- 
posit to the original amount until the depreciation amounts to 5% of 
the original deposit. 

598-1—American-Hawaiian Steamship Company with American 
Scantic Line, Inc.: Modifies an agreement between American-Hawaiian 
Steamship Company and Commercial Steamship Lines, American 
Scantic Service, covering through shipnients from United States Pa. 
cific Coast ports to Copenhagen, Helsingfors, Latvia, Esthonia ang 
other Danish, Finnish, Swedish, and Polsih destinations, via New York, 
The purpose of the modification is to record the American Scantic 
Line, Inc., as a participating carrier in this agreement as succesgor 
of the Commercial Steamship Lines, American Scantic Service. 

_ 1805-1—Nelson Steamship Company with Baltimore & Carolina 
Line, Inc.: Modifies an agreement covering through shipments from 
United States Pacific Coast ports to Fort Pierce, Miami, or Port 
Everglades, Fla., via Charleston, S. C., or Jacksonville, Fla. The 
modification provides for a through minimum bill of lading charge in 
this agreement. 


SCRAPPING OF VESSELS 


In response to its invitation for proposals under its two 
propositions for the dismantling and scrapping of 124 obsolete 
vessels, the following bids have been received by the Shipping 
Board: 

Proposition 1—Southern Shipyard Corporation, Newport 
News, Va., bid for 70 vessels located at Norfolk—$8.10 a gross 
ton of recoverable material; Boston Iron & Metal Co., Balti. 
more, Md., bid for 124 vessels—$6 a gross ton of recoverable 
material; Sun Shipbuilding & Dry Dock Co., Chester, Pa., bid 
for 14 vessels located at Philadelphia—$5 a steel ton of recover- 
able material. 

Proposition 2—Sun Shipbuilding & Dry Dock Co., Chester, 
Pa., $30,000 for the 14 vessels located at Philadelphia; Union 
Shipbuilding Co., Baltimore, Md., $1.06 a gross ton of recover- 
able material; Boston Iron & Metal Co., Baltimore, Md., $1.51 
a gross ton of recoverable material. 

Under proposition 1 the successful bidder is required to 
completely dismantle and scrap the vessels at its expense, the 
cost not to exceed the amount bid, and the material to be sold 
at the highest price obtainable—all profits derived from the sale 
of the material to be divided equally between the bidder and 
the board. 

Under proposition 2 the successful bidder is required to com- 
pletely dismantle and scrap the vessels and to pay the board 
the amount bid based on the recoverable material. 





ST. LAWRENCE WATERWAY PROJECT 


The joint board of engineers on the international section of 
the proposed St. Lawrence waterway from the lakes to the sea 
has submitted a report giving detailed cost estimates of the 
Crysler Island two-stage project. The total estimate is $274,742, 
000, divided as follows: Works solely for navigation, $34,188,000; 
works primarily for power, $132,452,000; works common to navi- 
gation and power, upper pool, $75,836,000; lower pool, $32,266,000. 

On recommendation of the committee on administration’ of 
the export and import bureau, the board of directors of the 
Baltimore Association of Commerce September 29 opposed the 
treaty between the United States and Canada, providing for 
the construction of a deep waterway from the Great Lakes and 
the St. Lawrence River to the sea. 

Sentiment on the Atlantic seaboard toward this project was 
typified at a meeting of the North Atantic Ports Maritime Con- 
ference held in Baltimore on September 8, at which representa- 
tives of the ports of Boston, New York, Philadelphia, Norfolk 
and Baltimore opposed the undertaking as uneconomic, harm- 
ful and improper from both its national and sectional aspects. 

A detailed analysis of the Great Lakes-St. Lawrence water- 
way, and its national and local effects on taxpayers, rail trans- 
portation, shipping, finance, manufacturing and general export 
and import activities, is being completed by the export and im- 
port bureau. 


INTERCOASTAL TRAFFIC 


In August cargo handled in the United States intercoastal 
trade, Atlantic to Pacific, amounted to 120,302 tons, and Pacific 
to Atlantic, 339,358 tons, according to the Panama Canal Record. 
Tolls collected on transits in the intercoastal trade in August 
follow: Atlantic to Pacific, 49 ships, $249,529.73; Pacific to 
Atlantic, 46 ships, $255,683.75. 
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INTERCOASTAL AGREEMENT 


The Shepard Steamship Company and the Calmar Steam- 
ship Corporation, intercoastal carriers, did not sign the new 
intercoastal agreement but submitted declarations setting forth 
exceptions by them to terms in the agreement which were 
accepted by the other lines. Under these declarations the two 
lines will conform to specified provisions in the agreement. 

The pool providing for a surcharge of 3 per cent of the 
ocean freights eastbound and westbound, to be set up under 
the agreement, was adopted in preference to a general increase 
in freight rates. It is provided that the pool shall not include 
any surcharge on refrigerator cargo, passenger fares and bag- 
gage, passengers’ automobiles, or on cargo to or from Hawaiian 
Islands or on foreign transshipment cargo handled on through 
pills of lading or on revenue derived from handling mail. 

The agreement provides that a paid neutral rate-making 
body of three shall be selected by the executive committee to 
make, by unanimous vote, all rates except those on refrigerator 
cargo and eastbound lumber. Their decisions shall be subject 
to review within one week following receipt by the member 
lines of advice of their action. Any rate protested by a mem- 
ber, in writing, shall be set aside for review at meeting of 
member line executives or chief traffic officers; under secret 
ballot, three-fourths vote shall be required to invalidate action 
of the committee. 

Provision is made for port equalization on designated com- 
modities, westbound, but it is provided that there shall be no 
port equalization on eastbound cargo. Other provisions in the 
agreement follow: 


Lumber rates shall be fixed monthly, forty days in advance by 
two-thirds (2/3) vote of all signatory lines at a meeting or meetings 
to be held at least fifty days in advance of the month to which the 
rate shall be applicable. In case no rate can be agreed upon under 
this procedure within ten days after the first meeting called for 
consideration of such rate, then the rate in effect for the preceding 
month shall automatically apply. 

Refrigeration rates shall be agreed upon by the lines having re- 
frigerator equipment in their steamers, and must, in all cases, be 
higher than the rates plus surcharge for like cargo carried in ordinary 
stowage. 

Each line shall file with the conference secretary by September 
30, 1932, to be used for rate-making purposes only, a sworn, sealed 
statement of all its commitments falling due for performance in 
whole or in part within the period of this agreement, giving tariff 
item numbers, commodities, rates and maximum and minimum aver- 
age monthly tonnages. 

Tariff rules shall not permit free split delivery, but shall. include 
a rule in conformity with decision of the United States Shipping 
Board fixing a minimum charge of ten cents (10 cents) per 100 
pounds on the entire shipment when split delivery is required. 

No intercoastal line signatory hereto shall enter Pacific coastwise 
trade without joining Pacific Coastwise Conference, subject to agree- 
ment that no Pacific Coastwise Conference line shall enter the inter- 
a trade without joining the United States Intercoastal Con- 
erence. 

Member lines shall refrain from unfair practices such as carrying 
passengers or their automobiles free or at rates lower than the tariff 
of the carrying lines, in order to secure cargo, and shall refrain from 
other unfair practices. All rates and practices shall be fair and rea- 
sonable and not in conflict with the provisions of shipping act, 1916. 

Any person, firm or corporation engaged in said intercoastal trade 
may hereafter become a party to this agreement by the consent of 
a pe ag of the parties hereto, by affixing his, their or its signa- 
ure h-reto. 

Ths conference will study the subject of loss and damage claims, 
and, if practicable, will adopt a code for the uniform handling of 
such claims for the purpose of assuring equitable treatment of all 
claimants. 

The conference expenses shall be borne pro rata by the member 
lines on the basis which each line’s westbound cargo in short tons 
bears to the total westbound carryings of the member lines in short 
red aes shall be made within ten days after call is made 

erefor. 

Tariff rules and regulations, both eastbound and westbound, shall 
be those now in effect and no changes in tariff rules or regulations 
are to be made except by unanimous vote of the member lines. 


The new intercoastal agreement provides only for two 
classes of lines, “A” and “B,” whereas the previous agreement 
provided for a third class of “C” lines. The lines are classified 
thus only for westbound traffic. 

Lines, under the new agreement, sailing not more frequently 
than an average of ten days with advertised transit time of 
twenty-one days from last loading port north of Hatteras 
(twenty days from Hampton Roads) shall be “B” lines and 
shall quote “B” line rates westbound. All other lines shall 
quote “A” rates westbound, except the Isthmian Line which is 
to be in both classifications. 

It is provided that the “A” lines shall charge 2% cents a 
100 pounds on the list of tariff items in the revised handicap 
list dated September 1, 1932, over the rates charged by the “B” 
lines. The Panama Mail will charge “A” line rates beginning 
January 1. 

Under the “C” line classification of the previous agreement, 
lower rates were accorded because of slower service. The “C” 
lines now become “B” lines and if rates are 40 cents or under, 
shippers will have to pay 5 cents more and if 40 cents or over, 
¥% cents more, than formerly, for “C” line service. Eastbound 
rates are to be on a parity for all lines. 
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Of the pool money accruing from the 3 per cent surcharge, 
up to $65,000 a month is to be apportioned among the “B” lines. 
That part of the agreement relating to the pool follows: 


(a) A pool is hereby established to the extent of three per 
cent of the ocean freights eastbound and westbound according to 
the steamer’s manifests or bills of lading (excluding arbitraries 
and accessorial charges) of the several member lines, which as a 
matter of convenience, in preference to a general increase in freight 
rates shall be collected as a surchagre of three per cent (3 per 
cent) over the freight rates prevailing from time to time, to be com- 
puted on the extended ocean freights, which moneys shall be paid 
into the Conference by the several members monthly for distribution 
as below provided (see ‘‘c’’); provided, however, that the pool shall 
not include any surcharge on refrigerator cargo, passenger fares 
and baggage, passengers’ automobiles, or on cargo to or from Ha- 
waiian Islands or on foreign transshipment cargo handled on through 
bills of lading or on revenue derived from handling mail. 

(b) Payments into the Conference on both westbound and east- 
bound ships shall be made unconditionally on or before the thirtieth 
day after sailing (October 1, 1932 or later) of each steamer from final 
port of loading. 

(c) Out of the moneys so received by the Conference up to 
$65,000 per month, there shall be apportioned and paid to each “B” 
member line which has maintained sailings on an average fre- 
quency of twenty-two days or longer a share based on a numerator 
of one and a denominator of the total number of “B’’ member lines. 

In the event that the number of “B” member line services (of 
twenty-two days or longer frequency) shall be or become less than 
four, the initial payment to each such ‘“‘B’’ member line remaining 
shall be increased in the same percentage which is measured by 
the reduction below four in the number of such “B” member line 
services (of 22 days or longer frequency). After such division as 
is required by the foregoing in any event the total balance then 
remaining of said $65,000 or less shall be apportioned and paid to all 
the “B’’ member lines, in accordance with the relationship or pro- 
portion which any particular ‘‘B’’ member line’s sailing frequency 
ewer A to the “frequency days” of all the “B’” member lines added 
together. 

Thirty days shall be the longest frequency to be taken into 
calculation. 

(d) In event that the pool moneys received by the Conference 
in any month exceed $65,000 then the excess over that sum shall 
be divided between the ‘‘A” line group and the “B” line group on 
the basis of the total frequency of the two groups so that the ‘‘A”’ 
lines shall receive such proportion of said excess as the total fre- 
quency days of the several ‘‘A”’ lines added together bears to the 
total frequency days of both the ‘‘A” lines and the “‘B” lines, and 
the “B” lines shall receive the balance of such excess. The ‘“B” 
lines’ proportion of such excess shall be divided between the ‘‘B” 
lines according to frequency on the principle in section ‘‘c’’ above 
set forth and the “A” lines’ proportion shall be divided between 
them equally share and share alike, subject, however, to right of 
any “A” line after three months to require a readjustment of the 
division within the “A” group. 

(e) Final pool distribution: to member lines shall be made on 
a quarterly basis but provisional payments to the extent of approx- 
imately seventy-five per cent (75 per cent) will be made on a 
monthly basis. The amount of moneys payable to the Conference 
for distribution shall be certified by sworn statement of an executive 
officer of each line at the end of each quarter to enable closing of 
the pool account for such quarter. 


CAMDEN MARINE TERMINALS 


New records for the Port of Camden were made in Septem- 
ber, according to reports from J. A. Crothers, general manager, 
Camden Marine Terminals, to the South Jersey Port Commis- 
sion. The number of ocean carriers docking at Camden was 
larger and the goods received and shipped were greater in vol- 
ume in September than in any previous month of Camden’s his- 
tory as a port. 

Twenty-five ocean carriers docked at Camden Marine Ter- 
minals, averaging almost one each week day. These ocean 
steamships were mostly sailing on regular schedules to and from 
the port. Cargoes were also taken on by Green Line boats every 
week day for Baltimore, Norfolk, and southern points. 

Goods handled at the Marine Terminals amounted to 15,194 
tons. Fifteen railroad cars brought their loads to the terminal 
wharves for outbound vessels and ninety-two cars were loaded 
from ships, a total movement for the month of 107 loaded cars. 


PANAMA CANAL TRAFFIC 


Twelve hundred and six individual commercial vessels 
passed through the Panama Canal in the fiscal year ended June 
30, 1932, representing 22 nationalities, according to the Panama 
Canal Record. Their transits totaled 4,506, the number of 
transits a ship having varied from 1 to 41, and averaged 3.74. 

The highest number of transits by any vessel in the year 
was 41, made by the small Panamanian motor schooner Real of 
22 net tons, Panama Canal measurement. This vessel was en- 
gaged in carrying bananas from the Pacific coast of the Republic 
of Panama to Cristobal. The United States vessel Pennsylvania, 
operating in the United States intercoastal service, aggregated 
the greatest net tonnage of any single vessel transiting in the 
year. This vessel, which is of 18,194 net tons, Panama Canal 
measurement, made 17 transits, aggregating 309,298 tons. 

Vessels of United States registry led in the aggregate num- 
ber of transits though not in the number of individual ships. 
While representing 31 per cent of the individual vessels through 
the Canal, they made up 43 per cent of the total transits. Ships 
of British registry ranked first in total number of vessels transit- 
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ing and second in the number of total transits, with 395 indi- 
vidual ships, making 1,054 transits. Norway had 114 ships mak- 
ing 311 transits, Germany had 65 vessels making 338 transits, 
and Japan had 63 vessels making 179 transits. 

In September 353 commercial vessels, paying tolls of $1,- 
598,265.98, transited the Panama Canal, according to a radio- 
gram received by the Secretary of War from the acting governor 
of the canal. In the preceding month there were 314 transits 
and tolls of $1,440,848.87. In September, 1931, there were 396 
transits and tolls of $1,820,735.75. For the six months ended 
with September, the number of transits was 2,056, and the tolls, 
$9,368,672.33, as compared with 2,473 transits and tolls of $11,- 
198,786.95 for the corresponding 1931 period. The tolls collected 
in September were greater than those collected in June, in July, 
and in August but under the tolls of $1,717,401.26 collected in 
May. 


PROTEST CANAL PROJECT 
The Traffic World New York Bureau 


Seven leading eastern railroads have filed with the board of 
engineers, War Department, at the New York office, a protest 
against the proposal, now awaiting action in Congress, to have 
the United States improve, maintain, and operate the Erie and 
Oswego Canals without taking title to the waterways and their 
appurtenances. 

The railroads point out that the proposed deepening of the 
channel to fourteen feet between locks and increasing the over- 
head bridge clearances to twenty feet, would require the recon- 
struction of approximately 163 fixed highway and railroad 
bridges and the raising of railroad tracks and other structures 
for varying approach distances, at an estimated cost of not less 
than $50,000,000. The estimated annual maintenance and opera- 
tion charges is $2,500,000. 

The roads also assert that, at a time when the government 
is assisting them to survive by making large loans of public 
funds, it would be unfair for Congress to support this proposal 
to enlarge subsidized competitive facilities that would increase 
their present difficulties. They also declare that efficiency under 
the proposed program would call for single governmental con- 
trol rather than the dual state and national control sought. 

Although the practical capacity of the barge canal has been 
estimated by War Department engineers at approximately 
9,000,000 tons a year, it is charged the largest volume of traffic 
that has used the canal in any one year since it was last im- 
proved, in 1918, is approximately 3,700,000 tons. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
river and harbor funds of $420,000 for the Mississippi River 
for continuing work on Dam No. 15 and for repair and construc- 
tion of wing dams forming a part of the river project in the 
Rock Island district. An allotment of $277,000 has been ap- 
proved for dredging the Cape Cod Canal, Mass. Sixty thousand 
dollars have been allotted for construction of dykes at Pryors 
Island in the lower Ohio River. 


BARGE LINE AND POLITICS 


The Trafic World Washington Bureau 


Disclosure that Representative William E. Hull, of Illinois, 
had paid the Inland Waterways Corporation, the government 
barge line agency, $200 as rental for the government barge that 
he had obtained for the “victory” cruise on the Illinois water- 
way, raised the question as to whether the War Department 
and Inland Waterways Corporation had reached the conclusion 
that the barge was not used for “waterway” purposes and that, 
therefore, a charge should be made for it. (See Traffic World, 
September 17, p. 513.) 

Major General Ashburn, president of the barge corporation, 
said it was correct that Mr. Hull had sent in a check for $200, 
representing rental at the rate of $10 a day for a barge that 
originally cost $20,000. 
matter further. He refused to reply to questions as to why 
the charge of $200 was made or how it was determined that 
rental of $10 a day should be charged, other than to say he 
would not discuss the matter. 

The inference was drawn that the‘barge incident had turned 
out to be a “hot potato” and that the War Department and the 
barge line wished to drop it. 

When the Democrats charged that the barge was being used 
for Republican political purposes in connection with a Bill 
Thompson-Len Small campaign trip down the river and the 
charges were brought to the attention of the War Department, 
Assistant Secretary of War Payne said use of a government 
barge for political purposes would not be permitted, that Rep- 
resentative Hull had requested a barge for use of a victory 
waterway cruise, and that both Democrats and Republicans had 
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been invited to go on the cruise. Nothing was said at that 
time about any charge being made for the use of the barge, j 
was the understanding that the barge was being used in the 
interest of waterway development and that there was no thought 
of charging for it. In fact, Assistant Secretary Payne said “the 
use of a surplus barge would cost the taxpayers nothing.” 
Newspaper reports about the “cruise” indicated that the 
government barge was being used in the interest of the Bj 
Thompson-Len Small Republican organization. 


FOREIGN TRADE AND MARINE LUNCHEON 


A joint luncheon of the Annual Middle West Foreign Trade 
and Merchants Marine Conference and the Traffic Club of §¢ 
Louis will be held at the Jefferson Hotel October 10. Addresses 
will be made by Chairman T. V. O’Connor, of the United States 
Shipping Board, and I. B. Tigrett, president of the Gulf, Mobile 
and Northern. Chairman O’Connor will speak on “The Amer. 
ican Merchant Marine.” President Tigrett’s subject will be 
“Railroads and Their Part in Export and Import Trade Develop. 
ment.” A large attendance is expected. 


NEW FUELING DOCK ON WELLAND SHIP CANAL 


A new fueling dock for the Welland Ship Canal was re 
cently opened at Port Colborne, Ontario, according to a report 
from Consul Edward Caffery, Niagara Falls, Ontario, made pub. 
lic by the Department of Commerce. 

The new dock is situated at the west pier entrance of the 
canal and, according to the report, is capable of bunkering all 
classes of vessels. It is equipped with an automatic weighing 
device and a specially designed telescopic chute for trimming 
purposes. It is said that the capacity is 400 tons an hour. 

The management has announced that the fuel equipment 
will be in operation twenty-four hours a day during the navi. 
gation season, the report states. 


WATER COMPETITION ON GASOLINE 


Central Freight Association railroads have asked the Com. 
mission for permission to cut rates on gasoline and other re. 
fined petroleum products, not including casinghead gasoline, 
from Catlettsburg, Ky., and Kenova, W. Va., to Cincinnati, 0, 
from nineteen to eleven cents a hundred pounds, on one day's 
notice, so as to meet competition of carriers by water on the 
Ohio River. 

In their application the carriers said that it would be nec- 
esssary to publish the proposed rate immediately to the end 
that rail lines might obtain a large regular movement of petro- 
leum products which was to begin at once. They said that 
shippers owned barge equipment, but that due to the volume 
of the business additional equipment would have to be obtained. 
The carriers said that shippers also had been quoted satisfactory 
rates by barge lines now in operation. The shippers said that 
unless the proposed rate was established immediately they would 
be compelled to move the traffic by barge. The proposed rate, 
the application said, was higher than that quoted by the barge 
lines and also higher than would result if shippers moved this 
traffic in their own barges, but the shippers said that if they 
could get the eleven-cent rate they would ship the entire move 
ment by rail. 


RAILROADS AND SAFETY 


“Not only have the railroads in recent years established 
an unprecedented safety record, but they also are furnishing 
the country, and there is every reason to believe will continue 
to do so, the best and most dependable service ever offered to 
the public,” said R. H. Aishton, president of the American Rail- 
way Association, in an address at the opening session of the 
twelfth annual convention of the safety section of the associa 
tion in Washington, Oct. 4. Continuing, he said, in part: 


The railroads have an obligation to furnish the public with 
adequate, safe and continuous service. But even were that not 
the case, they unquestionably would continue to do so for the 
crucible of time has proven that good railroading is safe rail- 
roading. 

The fact the railroads have been able to establish remarkable 
safety records in recent years is not an accident but has result 
from an intensive effort on their part to meet the desires of 
the public for that kind of service. In 1931, only four passengers 
were killed in train accidents compared with seven in 1930 and 
76 in 1920. For each fatality in train accidents in 1931, the rail- 
roads carried more than 150,000,000 persons. 

Few, if any, of the industries of this country have a better 
organized safety effort and centralized control of safety matters 
than the great railway companies of this country. This safety 
effort extends not only to the public and to the employes, but also 
down into the shops and laboratories of the railroads where 
grueling tests and expensive research work are continuously be- 
ing conducted ‘in order to bring about further improvements in 
the making of wheels, rails, means of communication, locomotive 
and car construction and in scores of other things with a view 
of promoting still greater safety on the railroads of this country. 
Before any changes, however, are made in the running time 
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of trains, specifications for railway equipment, methods of con- 
structing tracks and bridges, or any operating methods, the 
supreme test, which is that of safety both to passengers and 
employes, is thoroughly applied. The term “Safety First” may 
nave ceased to attract public attention to the extent it did at 
first, but to the railroad man it has come to be sort of a religion. 

A passenger travels with safety, speed and comfort from one 
terminal to another. The fact he arrives at his destination with- 
out injury and on time is considered by him now to be a matter 
of course. Little does he realize that that is the culmination of 
the efforts of hundreds of employes who, behind the scenes, are 
constantly working to ensure safety and service to the users of 
the railways. 


C. T. Bailey, of Salt Lake City, Utah, chief safety agent of 
the Oregon Short Line Railroad, is chairman of the safety sec- 
tion. 

H. A. Rowe, of New York, chairman of the committee on 
prevention of highway crossing accidents, in presenting the 
committee’s report, said: 


We believe that through the intensive efforts of the railroads 
and the cooperation of the public that distinct progress has been 
made in stemming the upward tide in crashes at railroad high- 
way grade crossings. The number of fatalities resulting from 
such accidents is still too great, however, especially when you 
consider that about 25 per cent of those accidents result from 
motorists crashing into the sides of trains. 


“Fatalities resulting from accidents at railroad highway 
grade crossings totaled 1,811 in 1931,” the report said, “which 
was an increase of one compared with the number killed in 
1922, in which year the Careful Crossing Campaign of the rail- 
roads was inaugurated. This outstanding accomplishment in 
crossing accidents reduction can better be grasped when we 
note that motor vehicle fatalities on streets and highways in 
1922 were 13,676 but in 1931 there was an increase of 18,913 
deaths or 139 per cent. 

“While the number of motor vehicles registered in the 
United States in 1931 was 2.8 per cent below the previous year, 
gasoline consumption increased 13 per cent.” 

There was no sound excuse for the occurrence of accidents, 
which were a costly economic waste, said W. P. Borland, direc- 
tor of safety of the Commission. 

“Accidents are levying a terrific toll on the American public, 
amounting to a loss of thousands of lives and millions of dollars 
annually,” said he. 

“While casualties resulting from railroad accidents have 
been decreasing for years, there has been a constant increase in 
the number on the highways.” 


Mr. Borland said the railroads had been pioneers in safety 
work and the results of their efforts were shown by the reduc- 
tions that have taken place from year to year in the number 
of passengers and employes killed and injured as a result of 
railway accidents. 


“Formerly,” he continued, “many accidents on railroads 
were investigated for the principal purpose of ascertaining the 
immediate cause, then determining what disciplinary action 
should be taken and to what extent it should be carried. There 
the matter rested. Today we are paying increasing attention 
to the more important side of the question, which is the de- 
velopment of underlying causes with a view of profiting by the 
unfortunate experiences of the past. This is a long step in 
the right direction but a more widespread application of this 
policy when it comes to an investigation of all other accidents, 
whether on the railroads or highways, would undoubtedly ma- 
— reduce the economic waste that comes from accidents 
today. 


“For all practical purposes, there is no such thing as an 
unavoidable accident. Particularly is this true as to a collision 
between two automobiles or between two trains, for someone 
is at fault.” 

The safest place a person can be today is when traveling 
on railroad trains said Charles E. Hill of New York, in address- 
ing the closing session of the safety section. 

“The railroads in the past 33 months,” said Mr. Hill, who 
just before the convention closed was elected chairman of the 
Safety section for the coming year, “have carried the equiv- 
alent of sixteen times the entire population of the United States 
With only eleven passengers having lost their lives as a result 
of accidents to railway trains resulting from collisions and de- 
railments. Of the eleven fatalities, seven occurred in 1930, 
four in 1931, but none in the first nine months this year. In 
1923, twenty-nine persons lost their lives in train accidents. 

“The marked success of the railroads in reducing the num- 
ber of accidental deaths and injuries among both passengers 
and employes did not result from chance but from systematic 
Plans and an intensive drive made by the safety organizations 
of the various railroads of the United States designed to bring 
about a reduction in all kinds of accidents on the railroads. 

ilway executives have come to the conclusion that safety 
has not only a human value, but definitely affects the drain on 
the financial resources of the railways.” 
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Mr. Hill predicted that by 1939 there would be a reduction 
of 90 per cent, compared with 1923, in the number of accidents 
and casualties to railway employes. 

“Of the approximately 180 Class I railroads in the United 
States,” said Mr. Hill, “twenty-two, representing about 40 per 
cent of the total mileage, have already accomplished this result 
and what these roads have done, the others can do.” 

As a result of the intensive efforts of the railroads in con- 
junction with the cooperation of the public, the number of acci- 
dents at railroad-highway grade crossings has been reduced 
annually during the past four years, according to Mr. Hill, who 
said, however, there is a need for still greater public coopera- 
tion with the rail lines if this improvement is to continue. Mr. 
Hill is general safety agent of the New York Central Lines. 

Other officers elected were First Vice-Chairman, C. L. La- 
Fountaine of St. Paul, General Safety Supervisor, Great North- 
ern Railway; Second Vice-Chairman, H. A. Parish of Chicago, 
Assistant to General Manager, Chicago & Northwestern Rail- 
way; and, Secretary, J. C. Caviston of New York. 


ALASKA RAILROAD DEFICIT 


“The loss suffered by the federal government in the opera- 
tion of The Alaska Railroad during the past fiscal year was 
$177,283.80, or 30 per cent, lower than ever before in the history 
of the road, according to a report just received by Secretary 
Wilbur from Colonel O. F. Ohlson, general manager,” says the 
Department of the Interior. 

“The operation deficit for the year, exclusive of capital in- 
vestment, in fact, was but $412,466.75, as contrasted with $589,- 
750.55 for the fiscal year ending June 30, 1931. It was, in fact, 
less than one-half the deficit which the government has been 
called upon to make up in any year previous to 1931. It ap- 
pears that the operating defiicit for next year will be about 
$300,000.” 

The department said the operating deficits of the govern- 
ment-owned road for the last three years were as follows: 
1930, $1,237,120.12; 1931, $589,750.55; and 1932, $412,466.75. 

“The economies of Col. Ohlson, a practical railway man of 
long experience, are largely responsible for the satisfactory 
showing,” says the department. “This saving has been possible 
despite the fact that travel by aeroplane and motor transport 
have cut into the passenger traffic between Seward and Fair- 
banks. These inroads have been compensated for materially 
by an increase in freight and passenger rates made in accord- 
ance with the recommendations of the special senatorial com- 
mittee, consisting of Senators Howell, Kendrick, and Thomas, 
which visited the territory two years ago.” 

The railroad, according to the department, which is 470 
miles long and has a branch 38 miles long to the coal mines 
in the Matanuska district, was begun in 1915 and completed 
when President Harding drove its gold spike in 1923. The pur- 
pose of its construction was to open the way into the heart of 
Alaska and connect with the river traffic of the inland streams, 
said the department, which added that private capital declined 
to build it because, obviously, it could not, until the country 
was developed, become a revenue producer. 

“Realizing that it would have to bear the burden of an an- 
nual deficit, the government built it in the interest of the de- 
velopment of the interior territory and in the hope-that min- 
ing and agricultural activity would eventually make it pay,” 
says the department. 2 

“In the interest of economy every expenditure that could 
be spared was cut off during the last year, and so the losses 
have been brought to the lowest figure in its history.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 24 
totaled 595,746 cars, the highest for any one week so far this 
year, according to reports filed by the railroads with the car 
service division of the American Railway Association. 

The total for the week of September 24 was an increase of 
8,444 cars above the preceding week, but was 142,290 cars un- 
der the same week in 1931 and 354,917 cars under the same 
week two years ago. 

Miscellaneous freight loading for the week of September 
24 totaled 216,544 cars, a decrease of 1,086 cars under the 
preceding week; loading of merchandise less than carload lot 
freight totaled 179,054 cars, an increase of 1,705 cars above the 
preceding week; grain and grain products loading for the week 
totaled 36,060 cars, 195 cars above the preceding week; coal 
loading totaled 113,140 cars, an increase of 6,350 cars above the 
preceding week; forest products loading totaled 18,606 cars, an 
increase of 670 cars above the preceding week; ore loading 
amounted to 5,598 cars, a decrease of 960 cars under the week 
before; coke loading amounted to 3,700 cars, an increase of 228 
cars above the preceding week; and live stock loading amounted 
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to 23,044 cars, an increase of 1,342 cars above the preceding 
week, . 

Revenue freight loading by districts the week ended Sep- 
tember 24 as compared with corresponding period of 1931 was 
reported as follows: 





































































Eastern district: Grain and grain products, 5,670 and 6,255; live 
stock, 1,934 and 1,959; coal, 26,359 and 26,584; coke, 1,166 and 1,098; 
forest products, 1,230 and 2,165; ore, 948 and 1,726; merchandise, 
L. C. L., 47,831 and 58,883; miscellaneous, 46,506 and 61,119; total, 
1932, 131,644; 1931, 159,789; 1930, 204,151. 
Allegheny district: Grain and grain products, 2,611 and 2,968; 
live stock, 1,517 and 1,865; coal, 24,967 and 33,210; coke, 1,272 and 
2,140; forést products, 834 and 1,353; ore, 493 and 4,656; merchandise, 
L. C. L., 36,532 and 45,167; miscellaneous, 39,415 and 55,360; total, 
1932, 107,641; 1931, 146,719; 1930, 184,606. 
Pocahontas district: Grain and grain products, 318 and 262; live 
stock 291 and 269; coal, 29,584 and 33,333; coke, 159 and 221; forest 
products, 416 and 781; ore, 166 and 117; merchandise, L. C. L., 5,242 
and 6,355; miscellaneous, 5,245 and 6,861; total, 1932, 41,421; 1931, 
48,199; 1930, 57,004. 
Southern district: Grain and grain products, 3,057 and 2,901; live 
stock, 980 and 1,001; coal, 16,016 and 16,469; coke, 294 and 326; forest 
geosects, 6,046 and 8,755; ore, 86 and 388; merchandise, L. C. L, 
0,732 and 35,436; miscellaneous, 30,923 and 38,931; total, 1932, 88,134; 
1931, 104,207; 1936, 130,936. 
Northwestern district: Grain and grain products, 10,548 and 8,743; 
live stock, 6,222 and 8,013; coal, 5,283 and 5,769; coke, 557 and 663; 
forest products, 4,052 and 5,301; ore, 2,651 and 16,479; merchandise, 
L. C. L., 20,911 and 26,334; miscellaneous, 25,057 and 28,984; total, 
1932, 75,281; 1931, 100,286; 1930, 144,085. 
Central Western district: Grain and grain products, 9,901 and 
11,606; live stock, 9,700 and 9,968; coal, 7,290 and 9,334; coke, 147 and 
145; forest products, 3,451 and 4,318; ore, 1,069 and 2,083; merchandise, 
L. C. L., 24,434 and 29,936; miscellaneous, 40,752 and 48,127; total, 
1932, 96,744; 1931, 115,517; 1930, 148,295. 
Southwestern district: Grain and grain products, 3,955 and 4,243; 
live stock, 2,400 and 2,116; coal, 3,641 and 4,016; coke, 105 and 122; 
forest products, 2,577 and 2,852; ore, 185 and 357; merchandise, L. 
C. L., 13,372 and 14,700; miscellaneous, 28,646 and 34,913; total, 1932, 
54,881; 1931, 63,319; 1930, 81,586. 

Total, all roads: Grain and grain products, 36,060 and 36,978; live 
stock, 23,044 and 25,191; coal, 113,140 and 138,715; coke, 3,700 and 
4,715; forest products, 18,606 and 25,525; ore, 5,598 and 25,806; mer- 
chandise, L. C. L., 179,054 and 216,811; miscellaneous, 216,544 and 
274,295; total, 1932, 595,746; 1931, 738,036; 1930, 950,663. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 





1932 1931 1930 

Four weeks in January............ 2,269,875 2,873,211 3,470,797 
Four weeks in February........... 2,245,325 2,834,119 3,506,899 
Four weeks in March............. 2,280,672 2,936,928 3,515,733 
to a. ee eee 2,772,888 3,757,863 4,561,634 
Pour weeks in MAY....csccccccocs 2,087,756 2,958,784 3,650,775 
Four weeks in June...........cccee 1,966,355 2,991,950 3,718,983 
PIGS - WOGES 9 FUIY.....cccccecces 2,422,134 3,692,362 4,475,391 
Four weeks in August........... 2,065,079 2,990,507 3,752,048 
Week ended September 3........ 559,727 759,871 856,649 
Week ended September 10........ 501,824 667,750 965,813 
Week ended September 17........ 587,302 742,614 952,561 
Week ended September 24........ 595,746 738,036 950,663 

Ee ee ere 20,354,683 27,943,995 34,377,946 


BUCKLAND ON RAILROADS 


The record of the railroads of this country as to financial 
integrity and operating efficiency clearly entitles them to an 
equality of opportunity to compete on a fair and just basis with 
motor and waterway transportation which is now unregulated 
so far as interstate commerce is concerned, according to E. G. 
Buckland, president of the Railroad Credit Corporation. 

“Among the restrictions which affect the railroads, but which 
do not affect their competitors on the highways and by water,” 
said Mr. Buckland, addressing the annual banquet, Oct. 1, of 
the Society of Officers, Eastern Association of Railroad Veterans 
in Boston, “are those pertaining to the inflexibility of rates, 
fares and charges made by the rail carriers. 

“The railroads should be free to meet this competition either 
by having these restrictions removed or having like restrictions 
placed upon their competitors. 

“I do not advocate a removal of all regulations or restric- 
tions. The obligation to treat shippers and communities without 
undue prejudice or discrimination lies upon the railroads by law 
today. The fine, which may be imposed upon a railroad and 
imprisonment visited upon its officers who participate in rebat- 
ing, should likewise be among the provisions of a similar law 
applying to their competitors. Discrimination and rebating 
are the twin devils tempting transportation agencies to favor 
the large shipper as against the small shipper. The railroads 
have long since ceased to indulge in them. The continuation 
of undue discrimination and rebating by highway and water 
carriers will inevitably result in disappearance of the country 
store and small community industries and the imposition upon 
our land of syndicated industries controlled by absentee owners. 
The social and industrial structure of the United States pleads 
as powerfully for equal restriction of transportation agencies as 
do the financial requirements of the railroads. _ 

“In these days when the railroads are receiving loans from 
the government to tide them over their present financial diffi- 
culties, an impression that should be corrected has gone abroad 
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in the land. These loans, judged by the history of previoys 
loans made to railroads, are in no sense gifts or doles. Qp 
the contrary, if that history be a precedent, they will prove to be 
profitable transactions for the government. 

“During the period when the government operated the rajj. 
roads, from January 1, 1918, to March 1, 1920, and in the years 
succeeding government operation, the United States loaned to 
the railroads almost $1,116,000,000. Of this amount, the raij. 
roads have already repaid to the government almost $1,077,000, 
000, leaving a balance outstanding of a little over $39,000,000, 
In addition, they paid six per cent interest upon the principal] 
sums or nearly $181,000,000. The money which the government 
loaned the railroads cost it about four per cent during this 
period and as it received six per cent from the railroads, one. 
third of the interest received was profit amounting to a little 
more than $60,000,000, so that even if the government should 
not receive any further payments on the $39,000,000 still owed, 
it has made already a cash profit of nearly $21,000,000, added to 
which will be so much of the $39,000,000 as yet may be repaid, 

“Can the government report or predict similar profits from 
any like dealings with, or loans made to, reclamation projects, 
agriculture, ship building, or even the Panama Canal? The 
integrity of purpose which has characterized the discharge of 
these obligations to the government may safely be relied upon to 
discharge the loans which are being currently made by the Re. 
construction Finance Corporation in behalf of the government, 
to say nothing of the loans made by the Railroad Credit Corpora- 
tion from a fund to which the railroads themselves have con- 
tributed. 

“The relations of the railroads to the investors in their 
securities bear similar witness to their integrity and to the 
soundness of the investments. The total bonds issued by all 
of the railroads represent less than half the value of the rail- 
roads as fixed by the Commission in 1920 plus the actual cash 
invested in them since. In fact, the total par value of railroad 
indebtedness plus the total par value of railroad stocks are only 
78 per cent of the value found by the Commission. This should 
put an end to the claims from time to time made that the 
securities of the railroads represent inflated values of their 
property and that the stock of the railroads is largely watered. 

“In the development of the United States, the builders and 
operators of the railroads have had so great a part that they 
may be regarded as the chief contribuing cause. It is not too 
much to say that the social and economic solidarity of this 
country and its military impregnability are due in an important 
degree, to its railroads. In an even more important degree are 
they present necessities to its industrial progress. If the rail- 
roads should go out of business, the United States would go 
out of business with them. While the railroads could carry the 
entire commerce of the country, all other transportation agencies 
combined could carry only a small part of the reduced traffic now 
moving over the railroads.” 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., required 
by the Act of Congress of August 24, 1912, of THr Trarric Wor tp, pub- 
lished weekly at Chicago, IIll., for October 1, 1932. 

State of Illinois o- 

County of Cook 7 F 

Before me, a “ony a in and for the state and county aforesaid, 
agg neg appeared E, F. Hamm, Jr., who, having been duly sworn according 
to law, deposes and says that he is the secretary and treasurer of the Trafic 
Service Corporation, publisher of THz TRAFFIc WoRLD, and that the following 
is, to the best of his knowledge and belief, a true statement of the ownership, 
management, etc., of the aforesaid publication for the date shown in the above 
caption, required by the Act of August 24, 1912, embodied in section 41], 
Postal Laws and Regulations, printed on the reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, managing editor, 
and business managers are: Publisher, The Traffic Service Corporation, 41 
South Market St., Chicago, Ill. Editor, Henry A. Palmer, 1244 Forest Ave. 
Evanston, Ill. Business manager, Henry A. Palmer, 1244 Forest Ave, 
Evanston, IIl. : 3 

2. That the owner is: The Traffic Service Corporation, 418 South Market 
St., Chicago, Ill. E. F. Hamm, Kenilworth, Ill., Wm. E. Eastman, Evan 
ston, Ill., W. C. Tyler, La Grange, Ill., Fred P. Fellows, St. Paul, Minn, 
Leslie R. Fellows, St. Paul, Minn., Alice F. O’Bannon, Kenmore, N. Y., E. F. 
Hamm, Jr., Kenilworth, Ill., H. A. Palmer, Evanston, IIl. ‘ 

3. That the known bondholders, mortgagees, and other security holders 
owning or holding 1 per cent or more of total amount of bonds, mortgages 
or other securiites are: None. ; 

4. That the two paragraphs next above, giving the names of the owners, 
stockholders, and security holders, if any, contain not only the list of stock: 
holders and security holders as they — upon the books of the compally 
but also, in cases where the stockholder or security holder appears upo? 
the books of the company as trustee or in any other fiduciary relation, the 
name of the person or corporation for whom such trustee is acting, is given 
also that the said two paragraphs contain statements embracing affiant’s fu 
knowledge and belief as to the circumstances and conditions under whi 
stockholders and security holders who do not appear upon the books of the 
company as trustees, hold stock and _ securities in a —— other t 
that of a bona fide owner; and this affiant has no reason to believe that atv 
other person, association, or corporation has any interest direct or in irect 
in the said stock, bonds, or other securities than as so stated by him. 

THE TRAFFIC SERVICE CORPORATION, PUBLISHERS, 
E. F. Hamm, Jr., Secretary and Treasurer. 
Sworn to and subscribed before me this 27th day of September, 1932. 


[Seal.] . 
E. Flinn. 
(My commission expires August 19, 1934.) 
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October. 8, 1982 


MID-WEST BOARD MEETING 


Though the reports of the commodity committees at the 
twenty-eighth regular meeting of the Mid-West Shippers’ Ad- 
yisory Board, held at the Palmer House, Chicago, October 6, 
indicated substantial decreases in carloadings in the territory 
for the fourth quarter of the year, compared with actual load- 
ings the same quarter of 1931, there were numerous expressions 
showing a belief in the minds of many that general conditions 
were improving. The report presented by C. E. Hochstedler, 
director of the transportation department of the Chicago Asso- 
ciation of Commerce, on behalf of the chamber of commerce 
committee, fairly represented expressions of the committee 
chairmen, as a whole. 

“The reports I have received,” he said, “reflect a state of 
optimism that hasn’t existed for many months.” This was in 
spite of the fact, he pointed out, that little of a decisive nature 
as to new business was contained in the material received by 
his committee, and that, generally speaking, business was at a 
lower level than it was a year ago, With little probability of 
that situation being corrected in the ensuing quarter. 

Speakers discussed many aspects of transportation prob- 
lems. Rail-highway competition, the Commission’s responsi- 
bility for the present plight of the railroads, freight claim pre- 
vention work, and the influence of increasing use of the truck 
for the transportation of various commodities on orderly mar- 
keting practices were all dealt with. Attendance was about 
325, including carrier and shipper representatives. 


Extension of Activities 


The possibility of extension of advisory board activities 
into fields outside of car service, hitherto generally considered 
the advisory board province, was recognized in the appoint- 
ment of a committee to meet with representatives of other 
boards to consider various proposals. Lawrence Farlow, gen- 
eral chairman of the board, and R. C. Ross, general traffic man- 
ager, Joseph T. Ryerson and Sons, Inc., were named on the 
committee, a third to be chosen by them. November 16 and 17 
has been tentatively set for a conference in Chicago of the 
board representatives, to consider not only extension of board 
activities but correlation of the work of the various organ- 
izations. 

The subject of claim prevention as a board activity was 
presented in an address by F. E. Winburn, special representa- 
tive of the claims division, A. R. A. He invited the board to 
take up the work, and appointment of a committee to cooperate 
with the carriers was considered. No action was taken, pend- 
ing the meeting in Chicago of the representatives of all the 
boards, though it was pointed out that the majority of the 
boards had already created committees for that work. 


Abolish Rail Regulation 


A proposal that all regulation be lifted from the railroads 
for the next five years and that they be permitted to “fight it 
out” with the trucks on that basis was made by Phil S. Hanna, 
editor of the Chicago Journal of Commerce, who was one of 
the speakers. 

He arraigned the Commission for the manner in which it 
had supervised activities of the railroads. 

“The man who said that, if the Commission would spend 
its mornings at the depot taking down the numbers of freight 
cars as they passed, and its afternoons in adding them up, the 
country would be a lot better off, was about right,” he said. 
Among various activities of the Commission to which he re- 
ferred as illustrative of the “absurdity” to which Commission 
regulation and bureaucracy could go, was the recent order 
of the Commission forbidding the railroads to use otherwise 
blank tariff space for publicity purposes. The expense of reis- 
suing tariffs on which -such “extraneous” material had been 
printed and the time spent by Commission employes in investi- 
gating the matter were direct taxes on the people and the 
shippers of the country, just to satisfy the “whim” of the reg- 
ulatory body, he said. 

As the facts on cost of highways and the return from such 
expenditures become known to the public, he predicted, the 
competitive strain to which the railroads were subjected would 
be eased. He indicated it to be his opinion that, if his proposal 
to remove all restrictions. from the railroads were adopted, so 
that they could fight it out with the trucks on a fair basis, 
natural efficiency of rail transportation would prove itself. He 
opposed as unwise efforts to regulate highway transportation 
as the railroads are regulated, holding that all regulation was 
objectionable. Appeals for fair regulation of all forms of trans- 
Portation, according to him, are misguided. “You can’t get fair 
regulation from men drawing $9,000 a year,” he said. 


A. N. Williams Speaks 
Appointment of the Coolidge commission, activities of the 


Reconstruction Finance Corporation, consolidation, highway 
transportation, and other current aspects of the transportation 
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problem were touched on by A. N. Williams, president of the 
Chicago Belt Railway. Among other things, he referred to the 
charge that, he said, was being circulated that the railroads 
were over-built, making it difficult for them to meet fixed 
charges in periods like the present. “You men here know that 
the large investments that have been made in the railroad 
plant in the last ten years have been made at the demand of 
shippers, so that they might have the service required,” he 
said. The Commission’s failure to allow a fair return on in- 
vestment since passage of the transportation act, he said, had 
made it necessary for many of the railroads to raise funds for 
plant improvement by bond issues, increasing fixed charges. 
The extent of those fixed charges, he pointed out, was an im- 
portant element in the situation. 

As to the charge that the railroads were behind the times 
in their methods, he asserted that railroad officials would wel- 
come a comparison between the records of the railroads and 
other American industries as to operating efficiency, if the regu- 
latory difficulties faced by the railroads were kept in mind in 
making the comparison. He pointed out that, despite enormous 
reductions in passenger revenues, there were large political and 
regulatory obstacles in the way of curtailment of services, and 
that municipalities and states levied many ‘“non-productive 
assessments” against the railroads for stations, grade crossings, 
etc. ° 

Railroad consolidation, he held, offered some promise of re- 
lief for both shippers and carriers. It was the only way some 
of the existing lines could continue in operation, he said; pooling 
of services, with or without consolidation, was one means of 
effecting economies in operating expenses likely to be utilized 
in the future. 

He expressed the view that there was a growing apprecia- 
tion on the part of the public of the indispensableness of the 
railroads and that the railroads must be saved from ruin. To 
that, he added a warning that, “if something doesn’t happen, 
you are liable to see some railroads go into receivership, and 
then into the hands of the federal government.” 


Commodity Reports 


A summary of the commodity committee reports, indicating 
increases and decreases in loadings the last quarter of the 
year as compared with the same period a year ago, follows: 


Freight Car Loadings Compared With Fourth Quarter 1931 
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NATIONAL COMMODITY FORECAST 


Freight carloadings in the last quarter of this year will be 
10.4 per cent less than actual loadings in the same quarter of 
1931, according to estimates compiled by the thirteen shippers’ 
advisory boards, based on the response of approximately 20,000 
shippers to a questionnaire sent out by the boards each quarter. 

“This estimate is significant because the same shippers esti- 
mated late last June that loadings in the third quarter, the 
months of July, August and September, would amount to 21.1 
per cent under the actual loadings for the third quarter of 
1931,” says the American Railway Association. 

Each of the thirteen shippers’ advisory boards prepares 
carloading estimates covering 29 principal commodities, which 
constitute over 90 per cent of the total carload traffic. The 
tabulation below shows the total loadings for each district for 
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the fourth quarter of 1931, the estimated loadings for the fourth 
quarter of this year and the percentage of decrease: 


Estimated 





Actual 

Loadings, Loadings, % De- 

Shippers’ Advisory Board 1931 1932 crease 
ME D064 6 660s 6eb Secs cbsces ses - 632,626 564,800 10.7 
pT ee ee 591,654 3.6 
I occ sks botines 66-bs-00.8k sees 68,4 222,475 yy Pe 
CTE ois codis'oa.sdahhameceeoaeece 231,991 12.3 
CEE  ecbeeeat eh eendereesseeeeean’ 677,647 10.8 
te ere errr 118,495 5.0 
EE cdilncpcunabeiaeials 06 36nd eed 221,534 7.4 
CE  caccnceusacnbees dae sede 511,463 17.1 
Lk RE et Peete 176,375 10.7 
Pacific northwest .... 119,244 16.9 
ES 446,857 9.8 
DD bad wa teme bbe deed eee sdbeke 6,37 oees 
Trans-Missouri-Kansas 267,464 16.6 
NL PSS ocr ea ares biandi aren cack eae Rea 5,094,653 4,566,369 10.4 


Of the twenty-nine commodities covered in the forecast, it 
is anticipated that only one, cotton, will show an increase in 
loadings in the fourth quarter of this year, compared with the 
same period in 1931. An increase of 16,500 carloads, or 15.4 
per cent, is estimated for cotton. The percentages of decrease 
estimated for the other twenty-eight commodities range from 
8 per cent on sugar, syrup and molasses and 2.2 per cent on 
canned goods, to 50.8 per cent on ore and concentrates. This 
latter compares with an estimated decrease of 70 per cent in 
the previous quarter. 

The estimated carloadings for the fourth quarter of this 
year, together with the actual carloadings for the same period 
in 1931 and the percentage of increase or decrease, are shown 
below for each of the 29 commodities included in the forecast 
of the shippers’ advisory boards: 








Esti- 
—Carloadings— mated 
Actual, Estimated, % De- 

Commodity 1931 1932 crease 
ee eee er eee 243,287 236,599 2.7 
Flour, meal and other mill products 206,427 199,191 3.5 
may, SUPA G0 AIAIIR. .....0ccccecce 35,963 9,146 19.0 
co rn ae 107,517 124,051 *15.4 
Cotton seed and products, except oil 54,739 46,194 15.6 
EY CS. GA dat 40.6 beceneoaewsane 31,94 19,513 38.9 
Ceara GPG GRUB oii cick ksccsccces 78,857 18.2 
RS PE ees ee ae se ee 52,745 10.1 
Other fresh vegetables 6 49,399 12.2 
I I eae rola aid <u did éiceim'é-o-eask 322,855 306,779 5.0 
Poultry and dairy products.......... 34,238 31,820 y Fe | 
bh oes aaa 1,908,906 1,748,788 8.4 
Ore and concentrates ............00. 3,700 65,786 50.8 
Gravel, sand and stone ............. 335,782 257,800 23.2 

os ad Albad bate GaleirAb 81S Bb: t0 awe s.6 a8 <e 51 24,508 10.9 
Lumber and forest products........ 311,365 276,651 11.1 
Petroleum and petroleum products... 472,713 457,825 3.1 
Sugar, syrup and molasses.......... 39,972 39,671 8 
0 ae etre 196,032 170,125 13.2 
Machinery and boilers .............. 20,901 16,333 21.9 
NE Fadil ct ecb edwke ckcncscaenewn% 98,707 72,827 26.2 
Brick and clay products ............. 55,918 40,700 27.2 
RT 24,946 21,765 12.8 
Agricultural implements and vehicles 

other than automobiles .......... 5,118 3,235 36.8 
Automobiles, truck and parts ....... 54,469 49,10 9.8 
DUCRNOED, MM MINGS oii ccc cccccse 34,087 27,634 18.9 
Paper, paperboard and prepared roof- 

BERS ee 67,751 62,246 8.1 
Chemicals and explosives ............ 20,517 19,896 3.0 
Canned goods—all canned food prod- 

ucts (including catsup, jams, jel- 

lies, olives, pickles, preserves, 

WORE” Soak. 00 b0900 Carvnabas~steeees% 38,007 37,178 2.2 

Total for all commodities....... 5,094,653 4,566,369 10.4 

*Increase. 





CONDITION OF EQUIPMENT 


Class I railroads on September 1 had 253,608 freight cars 
in need of repair or 11.9 per cent of the number on line, accord- 
ing to the car service division of the American Railway Asso- 
ciation. This was an increase of 7,859 cars above the number 
in need of repair on August 1, at which time there were 245,- 
749 or 11.5 per cent. Freight cars in need of heavy repairs on 
September 1 totaled 179,577 or 8.4 per cent, an increase of 
5,045 cars compared with the number on August 1, while freight 
cars in need of light repairs totaled 74,031 or 3.5 per cent, an 
increase of 2,814 compared with August 1. 

Class I railroads on September 1 had 8,396 locomotives in 
need of classified repairs or 16.2 per cent of the number on 
line. This was an increase of 105 compared with the number 
in need of such repairs on August 1, at which time there were 
8,291 locomotives or 16 per cent. Class I railroads on September 
1 had 11,429 serviceable locomotives in storage compared with 
11,637 on August 1. 





CHANGE IN DOCKET 


Argument in No. 21876, G. W. Capps et al. vs. N. S. R. R. et al., 
and No. 23299, Baker Produce Corp. et al. vs. B & E. R. R. et al., 


assigned for October 5, at Washington, D. C., was postponed to date 
to be hereafter fixed. 
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Questions and Answers 


| this column will be answered questions of both legal and practicaj 
mature that confront persons dealing with traffic. A specialist on inter. 
ve 


state commerce law, who is a member of our legal department, will gi 
his opinion in answer to 7 — question relating to the law inters 
transportation of freight. ic man of long experience and wide know). 
edge will answer questions sagem Ning practi traffic problems. We do no 
desire to take the place of the tra man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may anpats to us unwise to answer or-that involves , 
situation too complex for the kind of investigation herein contemplated. If 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Proof of Loss or Damage 


lowa.—Question: Kindly give us an authority or your 
opinion of the liability of rail carriers in handling merchan. 
dise in tank equipment in regard to the possibilities of recover- 
ing claims against railroads on the shortage of material when 
it reaches destination. The general practice of our shippers 
has been in weighing ths merchandise in hopper scale tanks 
and basing their invoice weights and their bill of lading ship 
ping weights on the result from hopper scales. In Many in- 
stances the shipper furnishes public weigh master’s certificate 
of weights and measures and on other occasions attaches scale 
weight tickets to their invoices showing the amount of merchan- 
dise loaded and billed on regular form bills of lading. 

Our practice of weighing the tank cars loaded and of re- 
weighing the tanks light to determine the merchandise content 
has proven to us a large variation from the billed weight and 
the weight shown on the railroad bill of lading. In having these 
tanks reweighed as outlined, the rail carriers have presented 
balance due freight bills covering any variation which might 
occur in the gross weights of the merchandise over those fur- 
nished on the railroad bill of lading, but the variation in the 
actual weight of the tank in comparison with that marked on 
the tank has actually shown that we receive less merchandise 
than the invoice and railroad bill of lading calls for. 

If we are obliged to stand the additional freight have we 
a claim against the railroads for loss of merchandise in transit 
providing the car arrives under original seals in that the rail- 
roads have signed for an actual amount at the time the car 
is forwarded? Also to be taken into consideration is the fact 
that this material is loaded in tank cars supposedly filled to 
capacity or up to the dome. 

Any authority which you can quote or your judgment on 
these circumstances will be appreciated. 

Answer: A shipper showing a delivery of goods to a Car- 
rier and that they were not redelivered makes out a prima facie 
case against the carrier entitling him to damages for loss, and 
to avoid such damages the burden is upon such carrier to prove 
its freedom from liability. C. R. I. & P. Ry. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Tex., 209 
S. W. 775. 

It is a question of fact as to whether the amount stated in 
the bill of lading was delivered to the carrier at point of origin, 
which fact must be established by the shipper. Likewise it is 
a question of fact as to whether a lesser amount was delivered 
by a carrier at destination, which fact must be established by 
the shipper. 

Since the facts of how a loss or injury occurred are get- 
erally within the exclusive knowledge of the carrier, the courts 
are liberal in permitting a claimant, by showing certain essen- 
tial facts within his knowledge, to raise presumptions which 
complete his case. 

In establishing these facts the shipper must necessarily 
overcome by a preponderance of evidence that which the car- 
rier may introduce to show that either the amount stated in 
the bill of lading was not in fact received by it for transports 
tion or that the full amount received by it for transportation 
was delivered at destination. That is, the shipper’s evidence 
must outweigh that of the carrier. 

Whether the amount alleged by the shipper to have beet 
delivered to the carrier for transportation was actually de 
livered is a question of fact to be determined from the evidence 
submitted by the plaintiff, subject to rebuttal by the defendant 
carrier. The statement in a bill of lading or a shipping receipt 
of the amount received for transportation is not conclusive and 
the carrier may submit evidence to prove that the entire amount 
was not received for transportation. 

This is particularly true where the bill of lading contains 
qualifying statements as to the quantity of freight received for 
transportation thereunder such as to place the consignee 02 
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notice of the fact that the carrier does not vouch for the ac- 
curcy of the statement. The bill of lading, as you will observe, 
contains the term “subject to correction” in the column headed 
“weight.” In Brown vs. M. K. & T. Ry. Co., 112 Pac. 147, the 
court, in discussing this term, states that the use of this term 
avoids the estoppel which would otherwise under some circum- 
stances preclude the carrier from disputing the weight; that 
it does not destroy the prima facie effect of the recital in the 
pill of lading as to quantity but merely leaves the matter open 
to further inquiry instead of being absolutely concluded. See, 
also Davis vs. Zimmern, 99 So. 307; H. & T. C. Ry. Co. vs. 
Paris Milling Co., 240 S. W. 636, and Nye-Schneider-Fowler Co. 
vs. C. & N. W. Ry. Co., 182 N. W. 967. 


Tariff Interpretation—Application of Rule 34 of Classification 


Utah.—Question: A commodity, in carload lots, is rated 
Class A in Consolidated Freight Classification No. 6, minimum 
weight 24,000 lbs., subject to Rule 34. This commodity is 
loaded on flat cars. Rule 34 provides graduated weights for 
cars over 36 ft. 6 in. in length. 

A carrier’s local tariff contains an exception to the ciassi- 
fication naming 5th class rate, carload minimum weight 20,000 
Ibs. subject to Rule 34 of Current Western Classification. An- 
other item in the same tariff reads as follows: 


Minimum Weight Based on Dimensions of Car: When carload 


minimum weights under tariffs or classification are based on dimen- 
sions of car, in instances where cars are ordered of smaller dimen- 
sions than it is convenient for carrier to furnish, actual weight, sub- 
ject . ia weight for car of the dimensions ordered, will apply; 
provided: 

1lst—This rule will not apply unless it be shown that shipment 
could have been loaded in the size of car ordered, and: 

2d—It must be understood that these companies cannot agree to 
furnish cars of less dimensions than the following: 

Stock, 36 ft. 7 in.; box, 36 ft.; flat, 40 ft. 

Orders for cars of smaller dimensions than the above will be 
filed when possible, but owing to scarcity of such equipment car- 
riers cannot guarantee to furnish it, and when larger cars are ac- 
cepted and loaded, minimum basis which carriers undertake to pro- 
tect under this rule will be for cars of dimensions named above. 


The question is, can a carrier use part of the graduated 
scale provided by Rule 34 of Classification, or if used at all 
must it not be strictly adhered to? What legal right has a 
carrier to say that the minimum for a 40 ft. car under Rule 
34 is the best it will protect when a 36 ft. car is ordered sub- 
ject to the provisions of Rule 34, which provides that no 
higher minimum shall be charged than 24,000 or 20,000 Ibs., 
depending on whether the Classification rating is used or the 
exception to the Classification? In other words, carrier cannot 
expect to use Rule 34 at all unless it complies with the pro- 
visions of Rule 34 which is based on a 36 ft. 6 in. car and not 
a 40 ft. car. 

Or putting it another way, carrier cannot deny shipper the 
right to order a flat car less than 40 ft. in length and still make 
its minimum weight of 20,000 lbs. subject to Rule 34, because 
Rule 34 is based on cars 36 ft. 6 in. in length. Either it uses 
Rule 34 or it doesn’t. If it does, then the minimum is 20,000 
Ibs. for a 36 ft. car ordered in compliance with Rule 34; if it 
doesn’t, then the minimum is still 20,000 lbs. because it doesn’t 
name any other basis. 

It is no defense for a carrier that it has no 36 ft. cars and 
cannot obtain them. In Feltus Lumber Co. vs. G. N. Ry. Co., 
51 I. C. C. 571, and Northern Grain and Warehouse Co. vs. 
8S. P. & S. Ry., 63 I. C. C. 205, the Commission said: 


We have consistently held that where a carrier by its tariffs 
specifies a certain minimum for a car of a certain size it thereby tend- 
ers to the public that rate of transportation, and that where for its 
Own convenience it tenders a car of a different capacity from that 
ordered by the shipper, the carrier must protect the minimum applic- 
able to the car ordered. 


What is your opinion as to the correct minimum weight to 
apply on a shipment moving locally over the lines of this 
carrier, and why? 

Answer: It is apparent from the decision of the Commis- 
sion in Paine Lumber Co. vs. Tennessee Central Ry. Co., 136 
I. C. C. 559, that the provisions of Rule 34 of the classification 
May be used in connection with the minimum weight specified 
in a commodity tariff. 

_ While the provisions of the item restricting the applica- 
tion of Rule 34 of the Classification to cars of certan length 
May be unreasonable, its provisions must be applied, in our 
opinion. In I, & S. Docket No. 3591, Classification Rule 34 
Governing Size and Minimum Weight of Cars, 182 I. C. C. 125, 
the Commission found justified the restriction of Rule 34 as to 
certan lengths of cars, also the provision that when cars of 
these lengths were ordered the minimum for the longer car 
would be applied. That is, when cars from 42 to 46 feet in 
length are ordered and a longer car or two shorter cars are 


The Traffic World 


PAGE 671 





furnished in lieu thereof, the minimum shall be, respectively, 
that provided for the longer or for a 50 ft car. 
Deficit Clause—Legality Thereof 


Michigan.—Question: A car of fresh vegetables originat- 
ing at a point in Florida was received at Detroit and refused 
by the consignee for reasons not involving the transportation 
of the car. No liability existed with the carriers for any 
negligence or mishandling. Freight, refrigeration, and demur- 
rage charges aggregated more than $400.00. The destination 
carrier was forced to sell the car and realized only $25,00 from 
its sale, leaving a deficit in its charges. The originating line 
is a party to Glenn’s Tariff No. 94, I. C. C. A-623, which, in Item 
60, page 61-A, carries a deficit clause stating that if a car 
of fresh vegetables covered by the tariff is refused at destina- 
tion, the amount of salvage realized by the carrier shall be con- 
sidered as the total charges on the car and no further collec- 
tion can be made. The Southern Freight Classification provides 
that shipments of fresh vegetables should be prepaid, indicating 
that carriers are entitled to their full charges. 

We shall be glad to have your opinion supported by court 
decisions or Interstate Commerce Commission cases, if any, as 
to whether or not the deficit of the carriers is collectible from 
the shipper or consignee and the relationship of the “prepay” 
provision of the classification to the tariff referred to. . 

This tariff provides that it is subject to the provisions of 
the Southern Classfication, unless otherwise noted. There is 
no exception in the tariff as to the prepayment of charges, there- 
fore, the classification should govern. We should also like to 
know that in the event charges were prepaid at point of origin 
and the car was refused at destination by the consignee and 
sold by the carriers for an amount below the total freight 
charges, would the shipper be able to recover the difference 
between the amount of prepay and the amount of proceeds 
realized by the carrier? 

Answer: We are unable to locate decisions of the courts 
of the Commission in which this question has been considered. 

On May 4, 1918, the Commission approved the following 
interpretation of Conference Ruling 314, concerning the collec- 
tion of undercharges: 

“In Conference Ruling 314 the Commission held it to be 
the duty of common carriers to exhaust their legal remedies 
to collect undercharges. But the Commission has pointed out 
from time to time and now holds, that this ruling does not 
require the filing of a suit where the party liable for the under- 
charge cannot be located, or service cannot be made, or where 
upon investigation by the carrier in good faith, it is found that 
legal process would be futile and ineffectual.” 

The provision carried in Item 60 of Agent Glenn’s I, C. C. 
No. A-623 is, in our opinion, in violation of the principle of Con- 
ference Ruling No. 145, but may be thought to be justified by 
the principle of the Commission’s Conference Ruling 314, as 
interpreted on May 4, 1918. 

We can see no justification for such a rule as applied to 
perishable freight only, other than that of convenience, Cer- 
tainly where a carrier has performed a transportation service 
at the instance of a shipper, it must, under the law, collect its 
lawfully published freight charges, and not only a portion 
thereof, except where it is impossible to do so. See Menasha 
Paper Co. vs, C. & N. W. R. R. Co., 241 U. S. 55, 36 S. Ct. 501; 
P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 S. Ct. 27; 
L. & N. R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 
S. Ct. 441; N. ¥. C. & H. R. R. R. Co. vs. York & Whitney Co., 
256 U. S. 406, 41 S. Ct. 509. 

Certain carriers do not participate in the deficit clauses 
carried in various tariffs, but whether from doubt as to the 
legality or unwillingness to waive their right to recover the 
full amount of their charges, we are not aware. 

Whether the shipper could recover the difference between 
the amount prepaid and the amount received from the sale of 
the goods is, in our opinion, very doubtful. 

We believe that the provisions of Item 60 of Agent Glenn’s 
Tariff I. C. C. A-623, may properly be considered an exception 
to the prepay requirement of the Classification published in 
Rule 9, in view of the tariff that it is subject to the provisions 
of the Classification unless otherwise noted. 


Bills of Lading—Meaning of Term “Properly Endorsed” as 
Used in Section 8 of the Bill of Lading Act 

Minnesota.—Question: I would like your interpretation of 
the term “proper endorsement.” 

A valuable shipment is made to the order of John Doe, 
notify Richard Roe. The original lading is properly endorsed 
by John Doe. 

A third party presents the lading to the destination carrier 
and identifies himself. 

Is the carrier justified in demanding the endorsement of 
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the third party to whom delivery is made and is the endorse- 
ment of the lading of the party to whom freight is delivered 
what is termed in Section 8 “proper endorsement?” 

In case of a later dispute, would the bill of lading endorsed 

: by John Doe without the endorsement of party to whom freight 

was delivered be entirely legal? 


Answer: Section 8 provides that a carrier is bound to de- 
liver goods upon a demand made either by the consignee in 
the bill of lading for the goods, or, if the bill of lading is an 
order bill, by the holder thereof, if such a demand is accom- 
panied by possession of the bill of lading and an offer in good 
faith to surrender, properly endorsed, the bill which was issued 
for the goods, if the bill is an order. 


Section 9 provides that a carrier is justified, subject to the 
provisions of the three following sections, in deliverng goods 
to one who is a person in possession of the order bill for the 
goods, by the terms of which the goods are deliverable to his 
order; or which has been endorsed to him, or in blank by the 
consignee, or by the mediate or intermediate endorsee of the 
consignee. 

It is not the endorsement by the third party but to that 
party which, in our opinion, is required by Sections 8 and 9 
of the Bill of Lading Act. -A shipment made to the order of 
John Doe, notify Richard Roe, may be delivered to either John 
Doe or a third party where the endorsement is in blank or to 
the order of Richard Roe, or the third party. 


Undercharges—Defense by Shipper Based on Misrouting 
























































Illinois.—Question: We made a shipment which was mis- 
routed by the carriers. Our complaint, filed with the interstate 
Commerce Commission, was dismissed upon the ground that 
it was not filed within 90 days from the institution of a court 
action by the carrier for collection of an undercharge, under 
the provisions of paragraph 3 (d) of Section 16 of the Inter- 
state Commerce Act. 


Hence, you see, we are quite outside the possibility of 
taking the matter up by another complaint with the Commis- 
sion, and the only question that remains for us to consider is 
whether we can defend the suit which is still hanging over our 
heads. We thought that the old conference ruling No. 214 
might contain a hope that we could secure a decision from a 
court in this matter. In other words, that the court would 
consider whether the shipment had been actually misrouted 
or not and would not confine its consideration to the question 
of whether the legal tariff rates had been charged for the 
actual route of the movement. 


Therefore, will you investigate to see whether the spirit of 
the conference ruling 214 is still alive and can be applied in 
our particular. case? 


Answer: So far as the Interstate Commerce Commission 
is concerned, it is applying the principles of its Conference 
Ruling No. 214. However, as to the courts, this conference 
ruling, of course, never had any application. 


While we can locate no decision of the Supreme Court 
of the United States which deals directly with the question, 
it was held by the court in G. H. & S. A. Ry. Co. vs. Lykes Bros., 
294 Fed. 968, that where no routing directions are given by the 
shipper it is the duty of the carrier, where two routes are 
equally available, to forward the shipment over the one having 
the lower rate, and where it has not done so, it is liable to the 
shipper, under the ruling of the Interstate Commerce Commis- 
sion, for the difference between the higher and the lower rate, 
and by general order of the Commission the parties are per- 
mitted to make settlement on that basis; that where the car- 
rier forwarded a shipment over a route carrying a higher 
rate than another route equally available and the parties settled 
the disputed question of freight in good faith, but not on the 
basis of any lawful tariff, and the carrier afterward brought suit 
to recover at the tariff rate, the carrier could not recover the 
rate over the route actually used, but only the lower rate which 
should have been charged on proper routing. See, also, St. L.- 
S. F. Ry. Co. vs. Republic Box Co., 12 Fed. (2d) 441, to the 
same effect, with respect to a shipment as to which the rate 
and route furnished by the shipper were in conflict. 


(Advertisement) 


_WANTED—ASSISTANT TRAFFIC MANAGER 


An internationally known manufacturing organization having sub- 
sidiaries and sales distribution points covering the United States and 
foreign countries offers an excellent opportunity to a successful traffic 
executive for a position as assistant in Traffic Department. Applicant 
should be between 30 and 38 years of age with good educational back- 
ground. Must have ability and personality to function in a large or- 
ganization whose demands for passenger, freight and express service 
are varied and voluminous. In reply give details concerning age, edu- 
cation, experience, salary demands, and enclose recent photograph. 
Address Box 368, care Traffic World, Chicago, Il. 
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John W. McCardle, chairman of the Indiana Public Service 
Commission, has announced that he will retire at the expira. 
tion of his term of office, May 1. On that day he will have com. 
pleted four terms as a member of the commission, totaling six. 
teen years. 


Robert C. Link, manager of the traffic and lumber depart. 
ments, G. I. Frazier Company, Memphis, died at the Baptist 
Memorial Hospital September 27. He was forty-seven years old 
and was formerly with the N. C. & St. L. for fifteen years. 

V. H. Wilson has been appointed acting superintendent of 
the Albuquerque division, Santa Fe, with headquarters at 
Winslow, Ariz., succeeding E. E. McCarty, promoted. 

S. A. Wesson, general agent, Atlantic, Birmingham and 
Coast, at Tifton, Ga., died September 29. 

M. J. Golden has been appointed assistant general live stock 
agent, Chicago and North Western, with headquarters at Des 
Moines, Ia. J. L. Burgar has been appointed division freight 
and passenger agent at Des Moines, succeeding Mr. Golden. 

Several changes have been made in the personnel of the 
traffic department of the Chicago, Aurora and Elgin Railroad, 
Leo L. Huntoon, of Glen Ellyn, public relations manager, will, 
in addition to his present duties, serve in the capacity of gen- 
eral passenger agent. His headquarters will continue to be 
Aurora, and he will also have offices in Chicago. Frank J, 
Kelly, of Chicago, has been appointed general freight agent, in 
charge of carload and less-carload freight traffic, with J. C. Bus- 
ter, of Chicago, as freight solicitor. C. B. Tepe will be in charge 
of tariffs. The Sunset Lines Tours Bureau will be continued 
under the direction of Mr. Huntoon, with Harry L. Jarboe and 
Fred A. Almond as district tours agents. 

At a meeting of the boards of the Atlantic Gulf and West 
Indies Steamship Lines, Clyde-Mallory Lines, New York and 
Cuba Mail Steamship Company, the New York and Porto Rico 
Steamship Company, Southern Steamship Company and sub- 
sidiary companies this week, Lewis D. Parmelee was elected 
comptroller, with office in New York, to succeed Robert T. Bird, 
retired. 

C. A. Russell, assistant traffic manager, Southern Railway, 
in Birmingham, Ala., has been transferred to Atlanta, Ga., to 
serve in the same capacity there. He is succeeded at Bir. 
mingham by W. M. King. 

J. H. Glenn, assistant to the chairman, Southern Traffic 
Bureau, died October 3 in a hospital at Atlanta. He was sixty- 
three years old. 

A. G. Bloom has been appointed general agent, passenger de- 
partment, Union Pacific, with headquarters in Chicago, succeed- 
ing G. R. Lemmer, who died. 

Herbert A. Enochs has been appointed chief of personnel, 
Pennsylvania, succeeding R. V. Massey. 

Headquarters of H. L. Jones, general manager, Interstate 
Trucking Company, have been transferred from Chicago to In- 
dianapolis. Representatives of the company at Dayton, Cincin- 
nati, Louisville, St. Louis and Indianapolis will report to him. 
Representatives at Milwaukee, Davenport, St. Paul and Chicago 
will report to H. H. Hiland, president of the company, in Chi- 
cago. T. B. Gavin, auditor, has also been elected treasurer, and 
John Bradley has been elected secretary, with headquarters in 
Chicago. 

Extension of the jurisdiction of J. G. Carlisle, of St. Louis, 
director of industrial development for the Missouri Pacific, and 
of P. E. Watson, Kansas City, general live stock agent, to in 
clude the Texas and Louisiana preperties of the company, has 
been announced by C. E. Perkins, vice president in charge of 
traffic. Horace Stringfellow, St. Louis, has been’ appointed 
executive representative in Colorado, with headquarters in Dent- 
ver. Mr. Stringfellow has been a special assistant in the execl- 
tive department. 

Funeral services were conducted this week in New Orleans 
for Mathew James Sanders, an active figure in shipper circles 
there for fifty years. He died while at sea on the Steamship 
Delnorte, of the Mississippi Shipping Company, of which he was 
a founder and first president. 





Doings of the Traffic Clubs 





The delegates from the Traffic Club of Chicago to the con- 
vention of the Associated Traffic Clubs of America in Louis 
ville, October 19 and 20, will be H. A. Palmer, president; W. D. 
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Beck, first vice-president; and L. C. Sorrell, chairman of the at the convention of the Associated Traffic Clubs of America jp 
public affairs committee. The club has suspended the member- Louisville October 19 and 20 by the following: P. W. Lawrence, 
ship initiation fee until December 31 in an effort to get new Louisville & Nashville; F. C. Storton, Evansville Veneer Com. 
members. pany; G. P. Spiegel, Illinois Central, and R. Kleymeyer, Stand. eae 
ard Brick and Tile Corporation. 

W. A. Cochel, editor of the Weekly Kansas City Star, spoke 
on “The Problem of Farm Transportation” at a luncheon of the At the monthly meeting of the Junior Traffic Club of Chi. 

Traffic Club of Kansas City at the Muehlebach Hotel October 3. cago at the Palmer House October 6 sound pictures furnished 
by the Caterpillar Tractor Company, Peoria, Ill., were shown, 

The parliamentary and public speaking class of the Traffic “Why a we a Solicitor” was the subject of brief talks by 
Club of Minneapolis will be held each Monday evening instead W. E. Hines, A. C. & Y., and C. W. Hester, traffic manager, Fed. 
of, as originally announced, on Friday evenings. The first class erated Metals Corporation. Discussion on the subject followed. 
met October 3. The first of a series of bridge parties planned The following have been appointed to represent the club at the 
for the fall and winter months was held in the club rooms at’ Louisville convention of the Associated Traffic Clubs of Amer. 
the Nicollet Hotel October 3. ica: W. F. Schulten, Chicago District Electric Generating Com. 

pany; J. E. Paulan, Acme Steel Company; E. H. Randall, Santa 

A short address was made by Z. G. Hopkins at the “Katy Fe; W. P. O’Brien, Illinois Central. — 
Day” luncheon of the Traffic Club of St. Louis at the Jefferson 
Hotel October 3. Judge James G. Blaine was toastmaster. The Traffic Study Club of Akron will resume its activities 
There was vocal and orchestral music. with a dinner meeting at the Canteen October 10. Judge Her. 

man Werner will speak on transportation law. 

J. H. Johnson was the speaker at a luncheon of the Okla- 
homa City Traffic Club at the Oklahoma Club October 3. At a monthly luncheon of the Traffic Club of Jacksonville 

at the Seminole Hotel October 3 B. M. Ellis, consulting repre. 

The Traffic Club of Fort Worth resumed its weekly lunch- sentative, Southern Cypress Manufacturers’ Association, New 
eons October 3 with a meeting at the Blackstone Hotel. Presi- York, was the speaker, illustrating his talk with moving pic- Th 
dent B. D. Locke presided, and E. H. Sones was in charge of tures. In addition there was a program of music. ‘ 
the program. Musical entertainment was presented by D. G. 

Griffin, song leader, and Mrs. Alpha Rogers, club musician. It The annual meeting and election of the Transportation ble 

is announced that the club will participate in a number of civic Club of Los Angeles will be held at the Hotel Alexandria Oc. 

and educational projects this fall and winter, including: City tober 17. Cay 

Beautification, Fire Prevention and Public Health Week, and 

Community Chest. The annual meeting and election of the Traffic Club of will 
St. Joseph will be held at the Hotel Robidoux October 11. Din- 

The bi-monthly meeting and dinner of the Traffic Club of ner will be served and there will be music and other entertain- ab 
Cleveland will be held October 17. J. A. Coakley, formerly ment. L. A. Keck heads the ticket of nominations as candidate 
vice-president and general traffic manager, American Steel and for president. Yet 
Wire Company, who was recently promoted to general traffic 
manager of United States Steel Corporation subsidiaries, will At the last meeting of the Women’s Traffic Club of Los 
be a special guest. Angeles Miss Helen Hughes, of the Santa Fe, recently returned ma 

from a three-month trip to Europe, was the speaker. The meet- 

The Transportation Club of Evansville will be represented ing was held at the Alexandria Hotel and dinner was served. Ch: 
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PHILADELPHIA fe NEW YORK e LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA age 

NEXT SAILINGS 

NEXT SAILINGS | fut 
WESTBOUND COMING! EASTBOUND 

FROM OAKLAND — ALAMEDA Ch: 


FROM PHILADELPHIA 


Santa Teresa — Oct. 12 
Santa Cecilia — Oct. 26 
Santa Ana = Nov. 9 


FROM NEW YORK 


Santa Teresa — Oct. 14 
Santa Cecilia — Oct. 28 
Santa Ana = Nov. 11 


PHILADELPHIA, PIER 40 SO. WHARVES 


FOUR NEW SUPER EXPRESS LINERS 





Santa Elisa — Oct. 24 
Santa Teresa — Nov. 7 


FROM SAN FRANCISCO 


Santa Elisa — Oct. 26 
Santa Teresa — Nov. 9 


FROM LOS ANGELES 


Santa Elisa — Oct. 28 
Santa Teresa — Nov. 11 


SAN FRANCISCO, 2 PINE ST. 
LOS ANGELES, 548 $O. SPRING ST. 


OAKLAND, HOWARD TERMINAL 
ALAMEDA, ENCINAL TERMINAL 


NEW YORK, 10 HANOVER Sa. 
CHICAGO 230 NO. MICHIGAN AVE. 


PITTSBURGH, HENRY W. OLIVER BLOG. 
BUFFALO, 62 ROSEDALE AVE. HAMBURG, N. Y. 
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“Opportunity Awaits You Along the C & O” 


CHARLESTON 


CHEMICALS ::: OIL : 





The eastbound George Washington rum- 
bles into the train shed at Charleston, 
Capital of West Virginia. From the train 
windows, an observer sees the lights of 
a bustling city—not large, but very busy. 
Yet he sees only a small part of what 
makes Charleston important. 
Charleston is known, from the sea to the 
Mississippi, as the oil, gas, coal and 
chemical city. It lies at the heart of 
vast fields producing forty million tons 
of coal, one hundred billion cubic feet 
of natural gas, and two million barrels 
of oil each year. Seventeen well known 
chemical works draw from the surround- 
ing hills to manufacture 150 nationally 
used products. 

But the surest index of Charleston’s 
importance is its people. They are the 
explanation of its growth, its present 
aggressiveness, and the guarantee of its 
future. 


Charleston’s people have made for them- 





* COAL 





selves a place where they can live and realize an 
unusual measure of financial independence. 
Such people and such a spirit give point to 
Charleston statistics. Knowing this, you are 
not surprised at its wealth and productivity. 
Charleston yearly produces new wealth of 
approximately $50,000,000 from its 276 mills and 
factories. Its working people earn $21,000,000 a 
year, and 38% of them use part to pay for homes. 
Bank deposits, logically enough, are sharply above 
average; and 60% of the incomes are taxable. 
All C. & O. trains serve Charleston, bearing wit- 
ness to its activity. Industry there has suffered 
but little. And meeting its shipping needs is a 


source of pride to 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 
The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 

Docks—4,400 ft. with shipside trackage. 

Sheds—Sprinkler protected fireproof construction. 
et. Grain Elevator—13,000,000 bu. storage. 

Accessible to 85% of world’s ocean carriers. 

pt Das Railroad connecting with trunk rail- 


serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, ' Albany, N. Y. 


i 
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The club endorsed a proposed assembly constitutional amepg. 
ment exempting vessels of more than fifty tons burden engaged 
in transportation of freight and passengers from all taxes, ey. 
cent for state purposes, until 1955. 





The meeting of the Association of Past Presidents, Traffic 
and Transportation Clubs, to be held in Louisville “Transports. 
tion Week” will be at the Brown Hotel October 20. Dinner yj 
be served. Not only members, but those eligible for member. 
ship are invited. 





Herman Mueller, traffic director of the St. Paul Associa. 
tion of Commerce and president of the National Industria] 
Traffic League, spoke on “Reply to Recent Comment on the Ip. 
provement of the Upper Mississippi River” at a luncheon of 
the Transportation Club of St. Paul at the Hotel Lowry 0. 
tober 4. 





C. McD, Davis, vice-president, Atlantic Coast Line, was the 
speaker at a luncheon meeting of the Traffic Club of Atlanta 
at the Atlanta Athletic Club October 3. There was a program 
of special entertainment. Unmistakable signs of business re. 
covery were being noted in numerous lines of trade, but they 
were perhaps more apparent in the railroad industry than any 
other, Mr. Davis asserted. 





The monthly dinner of the Traffic Club of Philadelphia was 
held at the Bellevue-Stratford Hotel October 3. The program 
included five amateur boxing bouts and a wrestling match. 





Two speakers were heard at the monthly meeting of the 
Alumni Association of the Traffic Managers’ Institute of New 
York at the Assembly Room of the Merchants’ Association of 
New York September 30. They were C. A. Arentzen, general 
eastern freight agent, Lackawanna, whose subject was “Conm- 
petitive Transportation Conditions of Today,” and A. C. Welsh, 
secretary, Brooklyn Chamber of Commerce Traffic Club, whose 
subject was “Store-Door Delivery and Pick-Up, Its History, and 
Its Status Today.” This was the first meeting of the fall and 
winter season. Nominations for office were made. Election 
will take place at the Ooctober meeting. 





The next meeting of the Pacific Traffic Association will be 
held at the Palace Hotel, San Francisco, October 11. Mark H. 
Gates, secretary of the Board of State Harbor Commissioners, 
will discuss activities of the commission having to do with de 
velopment of the San Francisco waterfront. 





At the meeting of the Traffic Club of Newark, October 3, at 
which there was an attendance of about two hundred, the 
nominating committee presented the following ticket: Presi- 
dent, E. E. Ebert; first vice-president, J. P. Sasso; second vice- 
president, E. C. Fuller; treasurer, F. A. Fiedler; board, L. J. 
Horton, Albert McNeill, and J. B. Curry. L. J. Burgott, chair- 
man of the golf committee, announced that arrangements had 
been completed for a golf outing at the Wachung Valley Coun- 
try Club October 18. 





Miss Mary Legar, New York Central, will represent the 
Women’s Traffic Club of Birmingham at the annual meeting of 
the Associated Traffic Clubs of America at Louisville. 

The monthly meeting of the Omaha Traffic Club will be in 
the form of a dinner at the Fontenelle Hotel October 27. 


“SHIP BY RAIL” 


Editor The Traffic World: 

Your editorial entitled “Ship by Rail” in the October 1 
issue has been read carefully and certainly want to take this 
opportunity in expressing the writer’s hearty appreciation of 
the broad viewpoint in this matter. 

So far as regulation is concerned, the writer believes that 
fair regulation is the only means for any transportation system, 
but it certainly does not seem that regulation should be applied 
so that it would prevent the public from obtaining the benefits 
that might develop in the transportation field. In this connec 
tion, the writer has in mind the new engineering development 
now being used to reduce the per ton mile cost of transporta- 
tion merchandise. 

As to the matter of paying for the use of.the highways, this 
is a proposition that would have to be gone into very care 
fully by competent engineers who could be trusted to render 
a fair opinion. Even if a slight error should be made in favor 
of truck transportation, so far as paying for the use of right 
of ways, it would not amount to so much in the end and if the 
trucks are able to give to the general public better service 
at a lesser rate. 

Relative to statement as to better service, I think that 
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THE“ FUNDAMENTALS OF 


GOOD TRANSPORTATION 
are featured by 
RAILWAY EXPRESS SERVICE 


1,.SPEED: Express shipments move on fast 
passenger or special express trains. 
2CONVENIENCE: A 


brings a Railway Express vehicle to your place 


telephone call 


of business or residence in all cities and towns 


and within the districts where such vehicle ser- 


* Your Railway Express Agent Can Help You Solve Your Transportation Problems. 
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vice is operated. In most of such cities and towns, 
express service covers the Corporate Limits. 

3. DEPENDABILITY: For over 90 years 
Railway Express has been acknowledged as a 
reliable service, providing the shipper with a 
definite and descriptive receipt and obtaining 
from the consignee a receipt showing date and 
hour of delivery, thus removing all doubt. Reg- 
ular express charges include liability up to $50 
on shipments of 100 pounds or less, and at the 
same ratio on shipments in excess of 100 pounds. 
4, FLEXIBILITY: 
vice is equipped to meet the needs of the individ- 


Railway Express ser- 


ual shipper and shipment. No shipment too small, 
and few shipments too large, to move by ex- 
press. Emergency shipments can be expedited to 
meet the needs of shipper. All shipments are 


given the special attention they require. 


Call on Him. 


RAILWAY EXPRESS AGENCY, Ine. 





Not only is Houston nearer to prac- 
tically all the coffee producing 
countries of South and 
Central America, but its 
lower port costs make it 
far more economical 


COFFEE 


The fact that Consulates of practi- 
cally all the Latin-American coun- 


tries are concentrated 
through one office means 
an immense saving of 
time and red tape and is 


than shipping to the At- € AN a further instance of the 
lantic or Pacific sea- convenience of Houston 
boards. Be Imported Cheaper| @S an import port. 


Through 


HOUSTON 


Lying directly across the 
Gulf with direct weekly 
sailings to and from 
Central and South 





Coffee destined for 
eventual consumption in 
the South or Midwest is 
much more economically 


moved this way than by shipping 
through East or West seaboards 
with their necessary long rail haul. 


American coffee ports Houston is 
the logical port of entry for the bulk 
of coffee imported into America. 


Don’t Let Transportation Costs Eat Up All Your Profits 


Ship Through HOUSTON 
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ALL 33,000 TONS IN SIZE 





NEW YORK TO OR FROM 


ALIFORNIA 


3 NEW ELECTRIC LINERS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana-Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Virginia . . . Oct. 15; Nov. 26 California . . Oct.22; Dec. 3 
Pennsylvania. Oct. 29; Dec. 10 Virginia . . . Nov. 5; Dec. 17 
California . . Nov. 12; Dec. 24 Pennsylvania . Nov. 19; Dec. 31 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fanoma facifie Line 


* ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 216 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street 

San Francisco, 687 Market St. 
Cleveland, 1000 Huron Road 


Los Angeles, 548 S. Spring St. 
San Diego, 1030 Fourth St. 


Competition 


for Ma rkets! 


The element of speed is vital_in 

these days of keen competition. Fast 
President Liners make available ex- 
press speed for your freight shipments 
to and from Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. Sailings 
every alternate Saturday over the short 
route from Seattle. Through bills of 
lading issued to all Oriental ports. 


Express Cargo Liners augment this serv- 
ice with frequent, dependable sailings to 
and from the Orient. 


For information apply desk No. 6 


32 Broadway 

1714 Dime Bank Bld 

110 S. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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Baltimore, Baltimore Trust Bldg. 
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you will agree, that in many sections of the country, the con. 
petition created by trucks has spurred the railroads into rep. 
dering better service than formerly. 


In speaking of better service by railroads due to compe. 
tition by trucks, I think the railroad employes themselves haye 
brought about the change that has hovered over that the com. 
panies that they work for did not have a complete monopoly 
on trucks. 


Again extending our appreciation of your unbiased opinion 
on all matters and your adherence to publishing facts only, 


R. W. Bonde, Secy, 
Otter Tail Truck Lines, Inc. 
Fergus Falls, Minn., Oct. 4, 1932. 


MOTOR VEHICLE REGULATION 
Editor The Traffic World: 


Your Sept. 24 issue carried a letter from an industria] 
traffic manager in which he suggested that nothing further be 
done to regulate or otherwise burden motor carriers until norma] 
times were again with us. 


His argument, it seems to us, is simply based on the nar. 
row viewpoint that we (the consuming public) are entitled to 
the lowest possible transportation charges, regardless of the 
reasonableness of those charges. Why try to fool ourselves? [f 
the motor carriers are enabled to cut their rates considerably 
below those of the rail carriers, due to the fact that the general 
public is virtually subsidizing the motor carriers by furnishing 
their rights-of-way at below their cost, then we are not really 
getting our transportation service at less. The principle to 
apply is that each service, each business, to justify itself, must 
be able to stand on its own feet. The only equitable distribv- 
tion of the cost of doing business is that those who make direct 
use of a service should pay therefor. 


Personally, we feel that the present demoralized condition 
of business is considerably due to the tendency in the last 
several years to ignore this principle. Flagrant examples 
thereof are the operation of the government barge lines, the 
postal rates and services, and the extreme slowness in taking 
cognizance of the existence of a vast number of common car. 
riers, etc., on our public highways, in direct competition with 
heavily taxed and regulated rail carriers in which are invested 
immense sums Of money belonging to the general public. 

We had hoped that at least among the traffic profession 
there would be no such shortsightedness as is evident in the 
letter before-mentioned, and surely not among those who are 
or should be consistent readers of The Traffic World. 

We sincerely hope that our next national and state legis- 
lative assemblies will give more thought towards establishing 
sound principles for the regulation and taxation of a coordi- 
nated transportation system for our country. 

G. E. Roeder, Manager, 
Produce Merchants’ Traffic Bureau. 
Portland, Ore., September 28, 1932. 


DOCKET OF THE COMMISSION 


October 10—Ashland, Ky.—Kentucky Railroad Commission: 
* Finance No. 9520—Application East Kentucky Southern Ry. for 
permission to abandon its railroad. 
October 10—Dallas, Tex.—Examiner Mattingly: 
25359 jane Sub. 1 and 2)—East Texas Refining Co. vs. A. C. R. R. 
et al. 
October 10—Washington, D. C.—Examiner Weems: 
|. & S. 3782—Rail-lake-rail canned goods, Wisconsin to east. 
October 11—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14797—Paper and paper articles— 
Filed by Un. Pac. R. R. 
October 11—Kansas City, Mo.—Examiner McGrath: 
25112—Pan American Feed Co. vs. A. T. & S. F. Ry. et al. 
October 12—Washington, D. C.—Examiner Mattingly: 
1. & S. 3786—Stone, Bedford, Ind., district to IIL and Mo. 
1. & S. 3130, part 11—Stone, southwestern rates, and consolidated 
southwestern cases (adjourned hearing). 
October 12—Argument at Washington, D. C.: 
1. & S. 3727 (and ist, 2nd and 3rd suppiemental orders)—Canned 
goods eastbound from Pacific Coast. 
1. & S. 3764—Storage in transit at New Haven, Conn. 
October 12—Argument at Washington, D. C.: 
* 1. & S. No. 3792—Storage at New London and Thomasville, Conn. 
October 12—Dallas, Tex.—Examiner Mattingly: 
1. & S. 3804—Cotton from Texas to Texas ports. 
October 13-14—Argument at Washington, D. C.: 
, part 9—Rate structure investigation, live stock—western dis- 
trict rates (and cases grouped therewith). 
October 15—Argument at Washington, D. C.: 
1 McCormick Warehouse Co. vs. Pa. R. R. 
October 17—Argument at Washington, D. C.: 
Finance No. 9006—Application of Oregon Electric Ry. for a certi- 
ficate to construct an extension of its line of railroad in Wash- 
ington county, Ore. 
17000—Part 5—Rate structure investigation, furniture. 
18323—Investigation of rates on furniture. 
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Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 
New York to VERA CRUZ, MEXICO 


Thro Bills of Lading to ints on the Mexican 
, 4 or National Railoene of Mexico 


perenightiy sailings from 
New York te PROGRESO, TAMPICO and PUERTO MEXICO 


WARDeELINE 


New York and Cuba Mail S. S. Co. 
Ft. of Wall St., New York City 


* * 





* 





x 





Distribution 


ec 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


SAVE TIME 
and MONEY 


Ship Via 
. lhePort- of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 











Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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CALMAR 
LINE 


A dependable Intercoastal Service 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


wgene & McCORMACK CO., INC., SWAYNE & HOYT, LTD., 
a — a. Cal., 410 ) ~E. pe Com- 
Baltimore. Md., 
















15 8. Gay St. Idg. 
Datroft” Ml ‘ll, 140 8. Dearborn st. Oa ‘kiand, Cal, tes and Market Sts. 
t, Mi ch., 2001-2 Industrial Bk. Bidg. Portland, Ore., 917 Board of Trade Bid 
w Y > Vee roadw: San Fra inelsee, Cal.. 215 Market & Street, 
Philadelphia” Pa., aay Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 
Atlantic Coast Pacific Coast 
Los a ane J Terminal Island 
Oakiand—Heward Terminal 
Portiand, Ore Ne. ‘ f. -y Terminal 


San Francisco—P 
Seattle—Atlantle Boek “Terminal 


Baltimore—Pier 7, Port Covington, 
Western Md. Ry. 


Philadelphia—Pler 27-N, Reading Ce 









Water SHIPMENTS 


Best possible service for docking any size vessel—with 
its own power * Prompt discharge of cargo * Modern 
stevedoring equipment ¢ 70 car capacityswitchtrack 
served by Belt Railway of Chicago ¢ Direct rail con- 
nection with our three modern Chicago warehouses 


CROOKS 


TERMINAL 
WAREHOUSES 


103RD ST. AND CALUMET RIVER—SOUTH CHICAGO 
5801-5967 W. 65TH ST. 429-449 W. 14TH PLACE 
DOWNTOWN OFFICE—417-437 W. HARRISON ST. 


WABASH 4070 CHICAGO 
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Advanced Home-Study Training in 
Traffic Management 


To men now in traffic work or eager to enter this attractive 
field, LaSalle offers practical and up-to-the-minute training 
in scientific Traffic Management. This is the training that 
enabled H. E. Stiffler, Traffic Manager for the Marion Steam 
Shovel Co., Marion, Ohio, to save for his department $45,000 
a year, and as a direct result to increase his earnings—that 
won substantial promotion for M. A. Keith, Traffic Man- 
ager of the International Derrick and Equipment Co., 
Columbus, Ohio, and recognition as one of the ablest traffic 
men in his territory—that established S. Moss, Jr., New 
York City, in an independent profession as Traffic Counsel- 
lor, with an average income of better than $10,000 a year. 
If interested in a bigger salary, send for 64-page booklet, 
“Opportunities in Traffic Management.” It’s FREE. 
Address Dept. 1095-TA 


LaSalle Extension University, Chicago, II. 


ATTORNEYS AT LAW 


ee HARRY C. AMES 
INTERSTATE mene ie ee ae 
COMMERCE Fermerly Attorney and Examiner 


COMMISSION | transportation Bldg, Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washingten Office, Southern Bldg. 


TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
713 Mills Bldg. S peci alists 
HENRY J. SAUNDERS 


WASHINGTON, D. C. 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censelidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
All in One Book! 


Valuation 
Experts 





Rates and Routing 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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October 17—St. Louis, Mo.—Examiner McGrath: 
1. & > 3769 (and two supplemental orders)—Lard substitutes in the 
southwest. 


October 17-18—Buffalo, N. Y.—Director Bartel or Examiner Bardwe. 
Ex Parte 104, Part 11—Terminals services (further hearing). " 


October 17—Washington, D. C.—Examiner Crowley: 

22806—L. N. Grant vs. A. C. L. R. R. et al. (further hearing, wit, 
respect to certain shipments moved in cars of greater capacity 
than ordered by complainant and furnished for defendants’ cop. 
venience). 

October 18—Washington, D. C.—Examiner Woodrow: 

*Finance No. 3644—Excess income of Brooklyn Eastern Distrig 

Terminal. 
October 18—St. Louis, Mo.—Examiner McGrath: 
|. & S. 3797—Vehicle container rates in southwest. 


October 18—Washington, D, C.—Examiners Hoy and Peyser: 
Fourth Section Application No. 14839—Filed by J. E. Tilford, agent, 


October 18—Argument at Washington, D. C.: 
21107 (and Sub. 1)—City of St. Paul vs. C. B. & Q. R. R. et al. 
23848—Quaker City Quality Cracker Co. vs. B. & O. R. R. et al, 
24206—Burkhard Motor Co. vs. A. T. & S. F. Ry. et al. 


October 18—Washington, D. C.—Examiner Coyle: 

25284 (and Sub. 1)—Wilmington Chamber of Commerce, Delaware 
on behalf of Wilmington Coal Merchants’ Bureau et al. vs, B 
& O. R. R. et al. 

October 18—Raleigh, N. C.—N. C. Corporation Commission: 

* Finance No. 9413—Application Raleigh & Charleston R. R., and its 
receivers, for permission to abandon that part of the railroad of 
said company extending from Lumberton, N. C., to a point just 
north of Lakeview, S. C. 


October 18—Washington, D,. C.—Examiner Molster: 

* Finance No. 9453—Gulf, Mobile & Northern R. R. Co. of Louisiana 
Securites, 

* Finance No. 9524—Application of Gulf, Mobile & Northern R. R. for 
authority to acquire control of the Gulf, Mobile & Northern R. R. 
Co. of Louisiana, by purchase of capital stock. 


October 19—Washington, D. C.—Examiner Davis: 

* Finance No. 9644—Application of A. T. & S. F. Ry. for authority 
to acquire control by lease of the railroad and property of Rio 
Grande, El Paso & Santa Fe R. R. Co. 

October 19—Argument at Washington, D. C.: 

22709—Board of Railroad Commissioners of State of Montana on 
behalf of E. B. Andrus Grocery Co., Lewiston, Mont., et al. vs, 
Bay Transport Co. et al. 

21989—-Sand, gravel and crushed stone from Ind. and IIl. points to 
destinations in lll. 

1. & S. 3739—Crushed stone from Mo. to IIl. 

|. & S. 3746—Sand and gravel from Mo. to Thebes, III. 


October 20—Argument at Washington, D. C.: 
23761—Eastern Box Co. vs. B. & O. R. R. et al. 
23941—-Missouri-Kansas Pipe Line Co. et al. vs. A. C. & Y. Ry. et al, 
24491—Cotton Exchange of Augusta vs. A. C. L. R. R. et al. 


October 20—St. Louis, Mo.—Examiner McGrath: 
25344—-St. Louis Independent Liquidating Co. vs. M. P. R. R. 


October 20—Washington, D. C.—Examiner Williams: 
* 1, & S. 3815—Asphalt in Central territory. 
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RAILWAY BUSINESS ASSOCIATION MEETING 
The annual meeting and annual dinner of the Railway Busi- 
ness Association will be held at the Commodore Hotel, New 
York, November 10. 





Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
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lease. Merchandise storage. Pool cars distributed. CIAL 
Tunnel, water, rail and truck facilities at door. ww 
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THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 






